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100,000 Miles a Year for the 
Interstate Public Service Co. 


In the last year, four of the twelve Model 50-A White Busses in 
the service of the Interstate Public Service Company have aver- 
aged 360 miles a day for each bus on a run between Indianapolis 
and Seymour, Ind. The bus route parallels the company’s electric 
line the greater part of the run. These busses were just a year 
‘old August 3, 1925, and each of them then had run considerably 
in excess of 100,000 miles. Seven other White Busses that Inter- 
state bought at the same time, although they haven’t been oper- 
ated on such an exacting schedule, are approaching the same 
mileage record. 


In the year that ended last August 1, the eleven White Busses 
carried a total of 322,881 passengers. 


In speaking of White Bus performance, C. M. Bange, superin- 
tendent of motive power, says: “Our eleven White Busses came 
through the first hard year of service with only routine inspection 
and maintenance.” 


Electric railways have purchased more than 1,300 White Busses 
—far more than any other make. 


THE WHITE COMPANY, Cleveland 


MADE RIGHT SOLD 


RIGHT KEPT RIGHT 
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Meeting the Requirements 
— Of Service — 
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The Colonial Express—Boston to Washington, N. Y., N. H. & H.R. R. 


Trunk Line Electrification 


HE railroads, having faith in the growing pros- 

perity of our country and realizing the important 
place that transportation occupies in our industrial 
development, are making large expenditures to meet 
the transportation requirements. Trunk line electri- 
fication is a major improvement which must not be 
overlooked, as it makes possible the handling of 
through passenger and freight trains with the greatest. 
ease, dispatch, and dependability. 


Westinghouse Electric ( Manufacturing Company 
East Pittsburgh Pennsylvania 
Sales Offices in All Principal Cities of the 
United States and Foreign Countries 
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Baltimore Valuation Case 
Is of Special Interest 


EALIZATION that transportation cannot be sold at 

a fixed price but that the price must vary from 
time to time, depending upon the cost of production, 
has now come to the public. The courts have determined, 
moreover, that this price must include a fair return on 
the fair present value of the property, and that present- 
day reproduction cost cannot be ignored in the de- 
termination of present value. It would seem to follow 
that present value must change from time to time when- 
ever there are important changes in the unit costs of the 


materials and labor that enter into the construction of 


the property. In consequence, the question of properly 
valuing railway properties is one of continuing interest 
to all transportation executives. 

For these reasons, a rather full statement of the 
way in which the United Railways & Electric Company 
of Baltimore presented its recent valuation case to the 
Maryland Public Service Commission is published else- 
where in this issue. The Baltimore property is one of 
the largest in the country. It had not previously been 
valued by the commission. Its officers had the oppor- 
tunity of preparing a valuation case in the light of the 
multitude of previous decisions in other valuation cases 
rendered both by commissions and courts, and in the 


light of the valuable contributions that have been made 


to the subject by economists and valuation engineers. 
Transportation executives and valuation engineers 
should therefore be interested in the attitude which the 


* company has taken toward such questions, among others, 


as the significance of original cost, the weight to be 
attached to present-day reproduction cost, the measure- 
ment of going value, and the treatment of depreciation. 

In particular, the claim of the company that original 
cost may serve either one of two purposes and must be 
defined according to the purpose which it is to serve 
and the attempt of the company to make an analysis of 
going value and lay the foundation for a definite 
measurement of at least its minimum amount open up 
interesting fields of discussion. 


A Valuable Lesson 
from the Bus fdnetie 


ROBABLY no one will deny that manufacturers of 

buses, as well as independent bus operators, display 
remarkable ingenuity and enthusiasm in salesmanship. 
Seemingly insurmountable difficulties are overcome with 
apparent ease. No stone is left unturned to put across 
their product. Why not generate the same ingenuity 
and enthusiasm both on the part of car and equip- 
ment manufacturers and of railway operators? 

There has been witnessed a most rapid development 
of the bus unit from a sort of modified truck to the 


q luxuriously appointed coach of today. The bus manu- 


_facturer has bent every effort to interpret the composite 


public demands, and he has produced a vehicle that 
appeals to the rider’s sense of beauty and refinement. 

The auto rider who was satisfied five years ago to 
ride in a leather-upholstered open touring car today 
requires a closed mohair-upholstered sedan with all the 
incidental comforts. He sees in the de luxe bus an 
appeal to the same desires as the private automobile 
produces. 

It is generally agreed that there is urgent need today 
for the retirement of large numbers of electric cars of 
obsolete design. There also exists a demand for an 
electric car which is substantially lighter than any 
developed to date, a car which is graceful in exterior 
lines, has a pleasing interior and one in which the noise 
of gears and the rattle of brake rigging has been 
eliminated. Close co-operation between the several car 
and equipment manufacturers and large railway prop- 
erties is essential to the successful development of 
such a vehicle. Radical changes in design of car equip- 
ment may be necessary. _ 

Car manufacturers should take the initiative just as 
have the bus manufacturers and develop the transporta- 
tion unit desired. A demand exists and it should be met. 


Getting the Message Across 
_to the General Public 


KILL in the presentation of electric railway pub- 

licity material is of greater importance than the 
selection of the subject matter. Discussion of this 
question at a recent convention showed how numerous 
and varied are the opinions of railway men concerning 
the most effective type of advertising. Such diversity 
of opinion makes it rather difficult at times for the indi- 
vidual manager to decide which type would be best in 
his particular case. 

Numerous companies favor good will advertising that 
has no direct connection with railway operation. Others 
stress details of their own work, such as shop overhaul 
methods or provision of snow-fighting equipment. 
Statistics, particularly cost figures, are a usual type 
of publicity material. Posters describing points of 
interest reached by the railway are utilized frequently. 

Certain companies employ all of these forms while 
others believe some of them to be of little value. Good 
results have been obtained by each of these methods, 
however, and it appears likely that the secret of suc- 
cess lies largely in the skill displayed in the execution. 
The public is bombarded with every sort of advertising. 
It would be impossible for any one person to read all 
that is offered. The average man reads only such of 
it as arouses his interest. Few will read dull and 
uninteresting railway publicity matter simply because 
they realize that the subject is one of importance. 

On the other hand, if the thought is dressed up in an 
attractive manner people will read regardless of 
whether the subject concerns details of railway oper- 
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ating practice, matters of general community interest 
or inducements to visit local points of interest. To be 
really effective, however, publicity material must be 
honestly written. Bait that has no connection with the 
story to be told is bad because it makes the reader feel 
that he has been deceived. If the real subject of the 
advertising cannot be made interesting, it might better 
be dropped. When it can be made interesting, however, 
every effort should be used to make it so. The railway 
which fails to do this is neglecting a wonderful oppor- 
tunity. 


Storm Clouds Threaten 
the Province of Ontario 


ORE somber than blue is the shade that seems to 

predominate the railway horizon in the Province 
of Ontario, Canada, with clouds portending uncer- 
tainty and change hovering over the cities of Hamilton, 
London and St. Thomas. Efforts are being made to 
bring-order out of chaos in Hamilton with the railway 
continuing service under a temporary agreement, but 
a transportation deadlock exists in London and the 
demise of the railway in St. Thomas seems probable. 
An outline of the facts is essential to the interpretation 
of these events. In Hamilton the franchise expires in 
1927. At the municipal election held on Dec. 7 voters 
opposed the purchase of the railway by the city, as well 
as the granting of a 25-year franchise to the company, 
although they had been warned that something would 
have to be done if service were to be continued. The 
defeat came as a great surprise. Now further nego- 
tiations are in order and another agreement is likely to 
go before the voters. 

The franchise in London expired not long ago and 
was automatically renewed for five years, but the city 
neglected to serve notice of its intent to purchase. The 
fares fixed by the London by-law are seven and nine 
tickets for a quarter. With the approval of the Legis- 
lature a 5-cent fare was charged for a year or so and 
the company continued to exact this charge until the 
Ontario Railway Board ordered the railway on Dec. 12 
to revert to the old scale. The company followed with 
an ultimatum announcing withdrawal. In the emer- 
gency an agreement was reached whereby the Council 
granted the right to charge a 5-cent fare for a period 
of 60 days. This the company favored, with the proviso 
that after the first of the year buses and jitneys com- 
peting with the railway should be banned. The Coun- 
cil refused this request and the company withdrew its 
service. In this city, as in Hamilton, the generosity of 
the railway averted suspension during the holidays. 

On the very day on which Hamilton voters vetoed 
both railway propositions residents of St. Thomas ap- 
proved the plan to discontinue the railway and award 
operating rights to a bus company. This line, about 6 
miles, will probably cease operating about March 1. 

It is to be hoped that there will be a speedy adjust- 
ment of affairs and that the agreements in prospect will 
work to the mutual advantage of the patrons and the 
companies. Not so long ago another city of Ontario, St. 
Catharines, began a year under the auspicious occasion 
of a new franchise protecting the railway from bus 
competition. Let the new year result in contentment 
instead of conflict in the entire Province of Ontario. 
Interesting to outsiders it is that in the discussion in 
connection with all these cases the voice for municipal 
ownership is a thin, small one in a province previously 
noted for its pronounced sentiments of this kind. 
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The Wonder City of Florida 
Relies on the Electric Railway 


ORAL GABLES, down in Florida, is a high-grade 

development in every sense of the word. To that 
end no stone has been left unturned. Here is an ideal 
community, ideally conceived, ideally planned and being 
ideally carried out. It has 150 miles of wide, paved 
streets, plenty of space for parking, excellent conditions 
for the use of the bus, the taxi and the private auto. 
But the promoters see a town destined to grow and 
they realize that growth is dependent on adequate trans- 
portation facilities, which are not complete without the 
electric railway. 

Its promoters do not aspire to make a metropolis of 
Coral Gables. They are content that others shall strive 
for such honors. They have set out deliberately to 
make of it a model home community by imposing hous- 
ing restrictions of the severest kind. As a means to 
this end of building up an ideal community—and an 
important means—they have installed an electric rail- 
way modern not only in respect to cars, but from track 
to its very trolley wire. The road makes its appeal 
to every member of the family. It is intended to be 
used by every member of the family. The dignity of 
the most presuming resident of Coral Gables will not 
suffer a jot in using the road._ Not until every member 
of the family has an automobile will he be a free agent 
—a degree of the use of the auto that is not only 
inconceivable but physically impossible. 

In the enthusiasm over the magnificence of the type 
of rolling stock to be used in that city the significance 
of the installation of the electric railway has not re- 
ceived, even among electric railway men, the attention 
it deserves. What a tribute that installation is to the 
essentiality of the trolley in community planning! 
Looked at rightly, it is one of the most potent arguments 
in behalf of the industry possible to conceive. Towns 
and cities elsewhere of modest and even of assuming 
proportions that are inclined to look down upon the 
electric railway will do well to ponder the lesson of 
Coral Gables. 

Not every community has the possibilities for fu- 
ture growth that is inherent at Coral Gables; not 
many communities can hope to approximate it in civic 
consciousness and in salubrious surroundings. But 
there is not a community anywhere that can afford to 
ignore the significance of the value to it that Coral 
Gables has placed on the electric railway as a means of 
steady, dependable transportation. 


New Cars and Better Service 
Attract Paying Traffic 


ROAD purchased from a receiver has been made 

to pay a good return because of the use of modern 
cars and the introduction of better service. Within a 
year, the reduction in operating expenses per car-mile 
was 27.3 per cent, and during the same period the 
operating expenses fell from 97.4 per cent to 77.7 per 
cent of the gross revenue. At the same time the aver- 
age revenue per passenger increased 31.1 per cent, and 
every month, as compared with the corresponding 
month of the previous year, showed an increase in gross 
revenue and a decrease in operating expenses. 

This is the record during 1925 of an interurban rail- 
way between Buffalo and Erie, which has to meet severe 
steam railroad competition and is in a region famous 
for its well-paved highways. 
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The reasons for the success of this interurban road 


may be summed up briefly. They were to provide com- - 


fort and speed in travel with economical operation. 
To supply the latter, light one-man cars were adopted. 
To furnish the former, the new cars were equipped 
with high-speed motors, modern trucks, as comfortable 
seats as the most luxurious automobile, and other equip- 
_ ment adapted to attract the through rider. The result 
is that the private automobile cannot compete in time 
or in comfort with the electric car, any more than it 
can on the cost of the ride. 

Some people have affected to believe that the gen- 
eral use of the private automobile has seriously nar- 
rowed the field of the interurban car. If this is true it 
must be because the automobile can provide in greater 
measure than the car most of the objects sought by 
the passenger other than cost, because the cost to the 
passenger of riding by automobile is considerably more 
than that by trolley car. If these points of superiority 
of the automobile are analyzed, they will be found 
usually to be speed and luxury.of travel. If the trol- 
ley car can be made superior to the private automobile 
in these two matters, it should win much of the busi- 
ness now carried by the latter. 

Altogether, the history of the rehabilitation of the 
Buffalo & Erie Railway is a most encouraging one to 
owners of other interurban lines. The company claims 
that its service is “the last word in comfort, speed and 
safety” of travel, and this is the bid which it makes 
for patronage. That proper equipment and service 
which meets the modern transportation demand will 
win success for the interurban is emphatically demon- 
strated by the experience, which has been cited, of the 
Buffalo & Erie Railway. 


Selling Rides to the 
Public of Atlanta 


AKE them want to ride! This is what the Georgia 

Railway & Power Company, Atlanta, is doing in a 
series of appeals that it is making to the public. So 
much is this so that the company was recently aided and 
abetted in its work by none other than Fuzzy Woodruff. 
This is indeed an achievement. Fuzzy is a local newspa- 
per man with aroving commission. Office hours and time 
clocks mean nothing to him. His is a job in newspaper 
work that many covet but few achieve. Fuzzy is in the 
class with Bugs Baer, Moulton, O’Hara and others. It 
is a charmed circle. These rare spirits touch what they 
write with art. Their product stands out resplendent 
like Mars at perihelion. If you appear to them to be a 
subject for copy they turn their attention to you. Itis up 
to you to be on your guard. They down dignity with a 
single sentence—where dignity and humbug travel un- 
der the same hat. 

Well, Fuzzy, beguiled by the railway’s appeal, turned 
his attention recently to the new Atlanta double-deck 
buses. Fuzzy forgot himself. He rode and rode and 
rode. Sam Weller and Pickwick in the spirit were with 
Fuzzy on this ride. And when he got home to a cold 
supper he found his wife had been doing the same thing 
—riding the top of oné of the new buses. Both had 
fallen before the spell of the appeal of the signs in the 
street cars that proclaimed the complete glory of a red 
and golden autumn to be seen in Ansley Park atop of one 
of the new buses. It was a great afternoon for Fuzzy. 
But it was a greater one for the Georgia Railway & 
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Power Company, for Fuzzy put his experiences into 
print. It is the rage in Atlanta to read Fuzzy. For 
the benefit of those who may have missed the article 
in the original the railway reprinted Fuzzy’s story 
in Two Bells. Not everybody runs double-deck buses 
that are sightseers. Not every city harbors a Woodruff. 
It was a deft hand that induced Fuzzy to ride. And it 
was, indeed, a deft hand that recorded the experience. 
A deft hand can always be counted upon to attribute 
strange attractions to the more or less commonplace 
and invest it with a necromancy that will live with it 
for a long time. It’s the way it’s done that counts. 


Kansas City About Ready 
for a New Start 


ROSPECTS appear to be good for lifting the 

receivership of the Kansas City Railways. On Jan. 4, 
under foreclosure, the properties passed to represent- 
atives of the holders of the first mortgage bonds. All 
other holders are eliminated unless the first mortgage 
holders agree to extend some measure of recognition 
to them or the courts rule that there are valid reasons 
for recognizing their contentions, There are some 
rumblings in behalf of these last-mentioned holders, 
to be aired publicly, it is expected, when the sale comes 
up for confirmation. Certainly the reorganization is 
drastic so far as it relates to the changes brought about 
in the capital structure. As a result fixed charges are 
pruned from $2,057,600 to $747,912. Net earnings 
during the receivership have been $1,814,178 in 1921; 
$2,135,858 in 1922; $2,203,353 in 1923; $1,730,475 in 
1924 and were $1,336,816 for nine months of 1925. 

Interest here, however, is neither with the technical 
question of the respective rights of the different holders 
nor with the details of the basis of the security ex- 
change, a matter treated in the JOURNAL for June 6, 
1925. It is with the prospects for the future. They 
appear to be very bright. Not only has the property 
been well maintained, but a cash fund of about 
$4,000,000 has been accumulated. This, it is said, will 
be used for extensions and improvements, presumably 
to be made under the direction of the personnel that 
has done so well with the property since the receivership 
on Sept. 9, 1920. That this management has kept up 
to date is exemplified by the extent to which it has 
co-ordinated bus operation with the railway with 10- 
cent fares on local bus routes and 25-cent fares on 
express routes. This was an accomplishment difficult 
to achieve with the property in the hands of the court, 
but it was achieved, and it presages well for the future. 
As for the franchise terms under which the company 
operates, they are, perhaps, not ideal in every respect, 
but the grant was made in 1914 and runs to 1944 with 
operation under modified service at cost. 

F. G. Buffe, manager for the receivers, is a keen 
observer of events. He has publicly said that ‘“‘the 
American people are spoiled darlings of invention and 
civilization,” but he hag also said that “we have until 
recently been trying to sell transportation in old run- 
down cars to critical, exacting people, and the result 
has been that many of our customers have left us.” 
All of his acts reflect as his sentiment, and the senti- 
ment of the organization of which he is a part, the 
modern doctrine ‘‘get the gross up and then take care 
OF 1s. 
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Attractive Cars Put | 
Buffalo & Erie Railway on Paying Basis 


This Road, Which Was a Losing Venture for Sixteen Years, Is Rapidly 
Recovering with the Aid of Light-Weight, One-Man, High-Speed 
Cars Designed to Attract Passengers and Reduce Operating Costs 


The Car That Caused the Change 


HILE today the Buffalo & Erie Railway is well 

on the road to an attractive earning basis, ap- 

proximately a year ago this 92-mile interurban 
line running interstate between the terminal cities from 
which it takes its name was purchased out of bank- 
ruptcy. From the day the line was completed in 1909 
it was a losing venture and for nine years previous to 
the recent purchase it had been in the hands of a 
receiver. Several times during this period the prop- 
erty was close to total abandonment due to failure to 
earn actual operating expenses. 

The methods by which the new management has 
brought this property from such a hopeless outlook to 
a position that has built up a spirit of aggressive 
optimism in its employees and enthusiastic commenda- 
tion on the part of the communities served make an 
inspiring record. That this has been accomplished in 
less than a year makes the situation even more interest- 
ing and significant to the entire industry. 

The results accomplished are attributed by the man- 
agement largely to the acquisition of light-weight cars 
designed carefully in every detail from the standpoint 
of rendering the utmost in service and attraction to 
passengers, while at the same time making possible 
very substantial reductions in operating costs. With 
this equipment, in the hands of a management alive to 
the necessity of building traffic by modern merchandis- 
ing methods, the income of the property has been in- 
creased in the face of a severe commercial and industrial 
depression locally. At the same time, a large reduction 
in operating expenses has left a net revenue that bids 
fair to increase steadily. 


Light-weight one-man interurban equipment has more 
than demonstrated its practicability and safety on a 
comparatively long run under severe competitive condi- 
tions. Two high-grade steam railroads, one of which 
is the main line of the New York Central, run between 
the terminal cities. In addition, a paved highway offers 
an attractive route for automotive vehicles. But the 
new cars, described in detail in the Aug. 8 issue of 
ELECTRIC RAILWAY JOURNAL, were designed with such 
careful attention to meeting these requirements that 


TABLE I—COMPARATIVE OPERATING STATISTICS, BUFFALO 
& ERIE RAILWAY 


For ten months ended Oct. 31, 1925, under new one-man cars versus corresponding 
period last year with old two-man operation 


Per Cent Increase 


Service or Decrease (D) 
Car-milesi oo 0). a edie a as oe ah ome s Catan Me inde See ee 16.7 
Gar Roane ais. n ov, Jp case.0 se arerage oat ean rapualnte ison see erecta 6.5 
Speed im miles per hour s.2h..c spar ian tees beeen Cee 952 
Passengers CALE, 5 5)5, o:0.5:0in seta ale aeege ea ids Hae ae 14.7 (D) 
Beatqmiles iii ciacc ais oe.0\0-0 0 5:2 eierninltasee nae teh eafea eat or aaa 33.4 
Receipts per passenger .\fm ss, «na eudeie sa teh ve ete adeca eterna eet enters 31,1 
PER CENT OF GROSS REVENUE 
Ten en 
: Months Months Per Cent 
Operating Expenses 1925 1924 ecrease Decrease 
Maintenances: \sistec-ciarere.evereisteicraetsnieie 13.6 Pale: 7.6 35.8 
POWER ce eae re ne ete teenies 8.8 12.8 4.0 31.3 
Conducting transportation.......... 28.8 36.2 7.4 20.4 
Other operating expense............ 26.5 vy he 0.7 2.6 
Total operating expense.......... 77.7 97. Lee 20.2 
PASSENGER REVENUE AND Cost PER CAR-MILE 
Revenue, cents per car-mile......... 34.0 36.5 a 6.8 
Expense, cents per car-mile......... 28.1 38.7 10.6 py ie! 
Revenue per passenger, cents....... 3h. 9, 28 9 9.0* 31. 1* 


*Increase. 
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profitable performance seems assured despite the un-— 


‘usually severe conditions encountered. 

When the International Utilities Corporation, owner 
of this property under the direction of the Chandler 
Management Corporation, installed the new cars less 
than a year ago, the road quickly began to take on new 
life. The new owner in the rehabilitation of the 
Kentucky Traction & Terminal Company at Lexington, 
Ky., had previously demonstrated the efficacy of light- 
weight one-man interurban cars in fighting rising oper- 
ating costs and automotive competition. When the 
Buffado & Erie property was acquired, it was decided 
that the type of equipment operated was the key to both 
increased patronage and reduced cost. 

With a management alert to the comfort: and con- 
venience of the traveling public, the confidence of the 
communities along the line was won by outright frank- 
ness and performance. At first, an-antagonistic attitude 
by the employees and dubiousness on the part of the 
public was encountered. After less than a year of 


results, the general industrial and business conditions 
in the territory served should be taken into considera- 
tion. Starting about the time the new cars were put 
in service, the entire region experienced one of the most 
severe business depressions in its history. A large 
volume of regular industrial travel was temporarily lost 
due to the shutting down of industrial plants on the 
line. The gains shown in Table I represent, therefore, 
transient business and former automobile riders 
that have been attracted by the new service. This 
statement is borne out by the statement that although 
the total number of passengers carried has decreased 
14.7 per cent for a ten-month period in comparison with 
1924, there is a much larger proportion of through rid- 
ing because of the improved service. As a result, the 
average receipts per passenger have increased for the 
ten months of 1925, in comparison with the correspond- 
ing period of the previous year, by 31.1 per cent. The 
better service is also shown by the greater increase of 
car-miles than of car-hours. 
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Band E. Limited Car, M.RH. 


Speed Time Curve of a Limited Electric Car and of a Private Automobile Between Buffalo and Erie 


The automobile, a_ six-cylinder , Buick, laws. 
made a no-stop run between the termini 
and was driven at as high a speed as pos- 


sible consistent with safety and the speed 


The trolley car made eighteen city 
and village stops and carried a total of 82 
passengers, yet made the run in four min- 
utes less time than the automobile and in 


its regular schedule time. ‘Where_ service 
like this is given by an electric railway, 
there is not much danger of competition by 
automobiles or buses. 


operation with the new equipment, this condition: has 
been reversed. The results accomplished are clearly 
shown by some of the operating results. 


STATISTICS TELL THE STORY 


Up to Dec. 31, 1924, the road was being operated 
with the old, heavy two-man cars. In October, 1925, 
the new equipment had been in service for ten months. 
The comparisons in Tables I and II are between the ten 
months of operation ended Oct. 31, 1925, with the new 
equipment, and the corresponding ten months of 1924, 
when the old cars were still in service. 

When these figures are considered in analyzing the 


While the growth in revenue was obtained under the 
adverse business conditions mentioned, operating costs 
were at the same time sharply reduced. Comparing the 
ten months of 1925 with the similar period of 1924 
maintenance expense was reduced from 21.2 per cent 
of gross revenue to 18.6 per cent of gross revenue, or 
a reduction of 7.6 per cent of the gross. Power expense 
was reduced from 12.8 per cent to 8.8 per cent of gross 
revenue, or a reduction of 4 per cent of gross revenue. 
Expense of conducting transportation was reduced from 
86.2 per cent to 28.8 per cent of gross revenue, or 7.4 
per cent less. Total operating expense was reduced 
19.7 per cent of gross revenue. The significance of this 
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The Buffalo & Erie Railway Has Built Up a Profitable Business by Giving High-Speed Service Between Buffalo & Erie with Modern 


Light-Weight One-Man Cars. 


result is readily apparent when it is noted that the 
19.7 per cent reduction for the ten-month period brought 
operating expenses down from 97.4 per cent of gross 
revenue to 77.7 per cent. 

The actual operating figures are given in Table II. 
_ Out of a total of eighteen cars operated, six limited 
cars take in 38 per cent of the gross passenger receipts. 
The actual average revenue per car-mile for the ten 
months of 1925 was 34 cents as compared with 36.5 
cents in 1924. The expense per car-mile was 28.1 cents 
in 1925 and 38.7 cents for the same period the pre- 
vious year. The average energy consumption for the 
limited cars during October, 1925, was 1.96 kw.-hr. per 
car-mile. For the local cars it was 2.25 kw.-hr. per 
car-mile. 

All this has been accomplished despite the substan- 
tial improvement in service-that is also shown by the 


This View Shows a Bridge Over Cattaraugus Creek at Irving, N. Y. 


figures. Comparing the ten months of 1925, car-miles 
were increased 16.7 per cent, schedule speed 9.2 per 
cent, and seat-miles 33.4 per cent. In all the com- 
parisons for the ten-month period, it must be remem- 
bered that operation of the new equipment did not get 
into full swing for 30 to 60 days after it was first put 
in service. 


LINE NOT PROFITABLE WITH HEAVY EQUIPMENT 


To visualize what the improvement in equipment and 
methods have accomplished, a brief history of the prop- 
erty is interesting. Although various short sections of 
line had been operated for some years between Fredonia 
and Erie, the entire road was not completed until the 
section from Buffalo to Fredonia was built in 1909. 
From the very first, the enterprise was unprofitable and 
for about two years hourly service was maintained at 


TABLE II—OPERATING STATISTICS, COMBINED PASSENGER AND FREIGHT DEPARTMENTS, BUFFALO & ERIE RAILWAY 
For ten months ended Oct. 31, 1925, under new one-man cars versus corresponding period last year with old two-man operation 


Net Income————— 


Gross Revenue ———————. — Operating Expenses and Taxes————. 
1925 1924 Increase Per Cent 192 1924 Decrease Per Cent 1925 1924 

SADUALV is es: 100olc. octets $58,728.70 $55,512.54 $3,216.16 6.3 $49,546.12 $55,568. 21 $6,022.09 10.8 $9,182.58 $55. 67* 
Pebruayyiaas cau capes 56,661.30 55,259.96 1,401.34 3.6 45,915.43 52,346.43 6,431.00 12.2 10,745.8 2,913.53 
Marelit.crcscs ciciease 57,272.36 56,985.83 286.53 Ae) 48,977.14 53,655.36 4,678.22 8.7 8,295.22 3,330.47 
April’, digi ciaac sauder 56,676, 18 52,337.15 4,339.03 8.8 44,563.32 49,883.82 5,320.50 10.6 12,112.86 2,453.33 
MAYS. sits cisitietihe 58,076.68 53,734.63 4,342.05 8.6 45,652.54 52,122.39 6,469.85 12.4 12,424.14 1,612.24 
URE cerca seb oe 55,616.34 49,690.75 5,925.59 P2325) 43,741.14 56,288. 23 12,547.09 22.2 11,875.20 6,597.48 
July. 61,638.19 56,348.06 5,290. 13 939. 44,613.07 53,852.28 seoo.eh 17.2 17,025.12 2,495.78 
MNBESE Tes <testie Serle 66,605.21 61,995. 28 4,609.93 7.9 47,070.89 54,144.46 7,078.57 13.0 19,534.32 7,850.82 
September............ 59,498.60 51,432.83 8,065.77 16.2 44,683.92 49,814.02 5,130.10 10.2 14,814.68 1,618.8 
October see kicnieccs< 53,604.65 50,464.50 3,140.15 6.2 38,590.22 51,750.44 13,160.22 25.4 15,014.43 1,285.94* 

$584,378.21 $543,761.53 $40,616.68 7.5 $453,353.79 $529,425.64 $76,071.85 14.4 $131,024.42 $14,335. 89 

* Deficit. 


Here Are Two Substantial Way Stations Along the Line of Route, One at Silver Creek, the Other at Westfield. 
Both Have Accommodations for Freight as Well as Passengers 
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,aloss. The equipment consisted of cars weighing 40 tons, : 


four to six years old, that had been in service on the 
section from Fredonia to Erie. In 1909 eight double- 
truck cars, weighing approximately 38 tons and seating 
56 passengers, were purchased. Two additional lots of 
ears, totaling nine, were added by 19138. These were 
all comparatively heavy two-man cars. It was found 
that the multiple-unit control with which the cars were 
equipped was not suited to the frequent stop service 
between Fredonia and Erie. Consequently, the old 
cars were kept on the division west of Fredonia and the 
new equipment was operated between that point and 
Buffalo. Through passengers were required to make a 
transfer. 

Upon completion of the line east of Fredonia, the 
distance from Buffalo to Erie was 92.5 miles. The sched- 
uled time was four hours and 40 minutes. On the division 
west of Fredonia there were 173 stops in a distance 
of 46 miles. Between Fredonia and Buffalo there were 
AT stops in an equal distance. Of the total line between 
Buffalo and Erie, approximately 82.5 miles is single 
track and 10 miles is double track. Approximately 16 
miles of the line is in paved streets. Under the old 
operating conditions, one limited run was made each 
morning between Erie and Buffalo without a transfer 
at Fredonia. This was made in three hours and fifteen 
minutes, with a total of twelve stops. 

The line continued unprofitable, and on Aug. 7, 1915, 
became insolvent. Receiver’s certificates were issued 
from time to time to make improvements and to main- 
tain service. Seven new 33-ton steel cars, seating 63 
passengers, were purchased, and seven of the old cars 
built earlier than 1909 were retired. Expenditures for 
other physical improvements and even for operating 
expenses were held to a minimum. With the advent 
of the automobile, however, the road barely held its 
former volume of traffic. Most of this consisted of 
local necessity riding. There was little through traffic 
between Buffalo and Erie, and in fact few passengers 
for distances above 30 miles. 

As the use of automobiles increased, the road seemed 
doomed. This was the condition when Chandler Man- 
agement Corporation, assured by its experience with 
light-weight equipment on the lines in Lexington of 
the Kentucky Traction & Terminal Company, decided 
that the line could be made to pay and purchased it. 
The corporation immediately ordered fourteen new light- 
weight interurban cars from the Cincinnati Car Com- 
pany, designed for high speed and one-man operation. 
Four single-truck Lexington safety cars and two snow 
plows were also added. The entire passenger opera- 
tion was put on a one-man basis. 


NEW CARS AND BETTER SERVICE DO THE TRICK 


From the very beginning, the new management was 
convinced that a high average speed was essential to 
winning the volume of riding that would make the road 
profitable. At the same time, the comparatively long run 
required a car which would appeal to passengers from 
the standpoint of comfort and ease of riding. Every 
detail of the new cars was carefully worked out with 

these two objectives in mind. Attention was directed 
to making the cars pleasing in appearance both inside 
and outside. Exposed equipment on the interior was 
eliminated as far as possible. An effort was also made 
to minimize noise. Seat design was carefully studied 
and the cars were finally equipped with a combination 
of individual chairs and plush upholstered cross-seats 


Although One-Man Operation Is Used, These 58 Passengers, Were 
Loaded and Fares Collected from Those Without Tickets 
in One Minute 23 Seconds 


in which many details that would afford comfort and 
relaxation to passengers were included. 

It was decided that the degree of passenger comfort 
is due to a combination of many items, which, although 
apparently of minor importance in themselves, all go 
to affect the senses of touch, sight or hearing in either 
a pleasing or displeasing way, depending on the care 
with which the complete car is worked out. An unob- 
structed view is provided at the front end by setting 
plate glass directly into the vestibule posts without sash. 
At the same time a similar arrangement at the rear 
end of the car makes an observation compartment of 
the smoking room. Gutters have been installed along 
the eaves at the sides of the roof to keep water from 
dripping down on the side windows. Cork side lining, 
salamander roof and double floors have been used to 
deaden noises and drumming in the interior. The 
smoking compartment, already mentioned, is fitted with 
seats as comfortable and upholstered with the same 
material as those in the main compartment. The heat- 
ers in this smoking compartment are under separate 
thermostatic control from those in the main compart- 
ment, so that in winter either can be kept at a comfort- 
able temperature irrespective of the other. 


The Buffalo & Erie Railway Uses Electric Signs at the Terminal 
Cities to Advertise Its Service. This Sign Is in the Heart of 
the Business District in Buffalo and Measures Approxi- 
mately 20 Ft. x 30 Ft. Two Similar Signs Are at Erie 
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A special type of high-speed truck, designed and 
built by the Cincinnati Car Company, gives the new 
equipment a riding ease at high speed over only fair 
track superior to that obtained on many cars of much 
greater weight operating on heavier and better track. 

The new cars have a free running speed of 56 m.p.h. 
To maintain a high schedule speed, unnecessary stops 
and delays were eliminated and the time of meeting 
stops and calls to the dispatcher was cut to a minimum. 
All stub end passing sidings for use by regular trains 
have been eliminated. With this end in view, Nachod 
block signals were installed over the entire line. The 
schedule speed was raised to 29 m.p.h. between ter- 
minals. This includes the running time inside the 
cities of Erie and Buffalo, as well as the smaller cities 
along the line. The average speed outside the limits 
of the terminal cities is 36 m.p.h. Limited service is 
given every two hours in each direction between 7 a.m. 
and 5 p.m. Local cars are operated between the lim- 
iteds, so as to give a car in each direction every hour. 
Night trains run on local schedule after 5 p.m. and 
up to 11 pm. Total time between terminals is three 
hours and twenty minutes for limited cars and three 
hours and 35 minutes for locals. 


CAR SERVICE FASTER THAN THAT BY AUTO 


The time made by the limited cars is just as good or 
better than that which could be made by an individual 
non-stop automobile. It was realized that such speed 
was necessary to compete with the private cars, in view 
of the excellent highways which practically parallel 
the route. 

A comparison between the two services is given by 


Vol. 6%, iNG@tee 


than would be possible in the summer when the roads 
were congested or even with a normally clear road, if 
stops were made to pick up passengers as would be the 


‘case with a bus. 


The run of the limited car shown on the chart was 
made in the schedule time of three hours and twenty 
minutes or four minutes less than the automobile. It 
was not a non-stop run, like that of the automobile, but 
included eighteen city and village stops for passengers. 
The number of passengers carried on the run was 82. 
The railway run might have been made in considerably 
less time, but it is scheduled with some leeway, so 
that the car can make the schedtle daily with whatever 
passenger traffic it may have and regardless of normal 
weather conditions. Thus, on Nov. 25 last, the day 
before Thanksgiving, with twenty trains out of Buffalo 
and an average of approximately 380 passengers per 
train, and a large amount of local traffic, all the cars 
were practically on time. 

As shown by the speed time chart, the time of load- 
ing and unloading is not great, although only one oper- 
ator is used: per car. One of the accompanying 
engravings shows a group of waiting passengers taken 
at 4:05 p.m., Oct. 29, in Fredonia, when 58 passen- 
gers boarded the westbound: car, yet from the time 
when the door was opened until the last passenger was 
on the car and the door closed was one minute and 23 
seconds, with all fares collected. Of course, after a 
passenger is on the car and has paid his fare, he is 
not disturbed by a conductor coming through the car 
collecting fares. Having the passenger leave and board 
the car under the direct observation of the operator 
saves time over the practice of having the starting 


Each Freight Car Carries a Slogan to Advertise the Service 


the speed-time run shown in the chart on page 59, 
in which the solid line shows the run of a limited car of 
the Buffalo & Erie Railway and the dotted line a non- 
stop run from Buffalo to Erie by a large six-cylinder 
Buick automobile driven as fast as safety and the speed 
laws of the villages would permit. The day was bright, 
clear and crisp, well adapted to the making of high speed 
by the automobile, and it was driven at a period of the 
day when highway traffic was the lightest. At times it 
ran as high as 50 m.p.h. and generally between villages 
an average speed of 423 m.p.h. was attained. The re- 
sult was that the run was made in three hours and 24 
minutes, a time which is very much shorter, of course, 


signal given by a conductor who may be in the center 
of the car collecting fares. That this principle, well 
known in city service, has proved to be equally true in 
interurban service is worth accentuating. It should be 
said, however, in connection with the speed of loading, 
that on the Buffalo & Erie Railway the fares paid by 
ticket average 67.1 per cent of the total fares collected. 


PUBLIC SUPPORT GAINED 


As the railway had been run with a crew of two 
men per car for a long time, the suggestion that one- 
man operation be employed caused some opposition 
at first, both on the part of the employees and the 
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public. 
ally demonstrated performance and by the many attrac- 
tive features of the cars. The safety of one-man 
operation was likewise demonstrated to the satisfaction 
of both employees and passengers. Support of the pub- 
lic was won in meetings of the Chambers of Commerce 
and other civic bodies in the communities along the 
line. The purposes and objects of the new management 
were carefully and frankly outlined. It was clearly 


shown that this in the last analysis would lead to 
improved service. 

An advertising and traffic building campaign was 
started. Billboards, local newspapers, circulars, fold- 


This was quickly overcome, however, by actu-. 


and good for 45 days are sold at the rate of 1.8 cents 
per mile. Special school tickets are sold on a basis that 
is less than 1 cent per mile. 

Both tickets and cash fares are collected by the oper- 
ator of the car without difficulty. The McDonald 
duplex system is used for cash fares. A passenger 
entering the car with a ticket presents it to the oper- 
ator, who immediately cancels the ticket by punching 
it. Upon leaving the car, the passenger surrenders this 
ticket to the operator, who can at a glance see if the 
passenger has ridden beyond the station shown on the 
ticket. A cash fare passenger, when boarding, secures 
from the operator a duplex receipt, which is returned 


This Map Shows the Route of the Buffalo & Erie Railway, with Electric Railway Connections and Parallel Steam Railroads. The 
Buffalo & Erie. Railway Is Shown by the Heavy Solid Line 


ers, blotters and car cards were employed. A large 
flashing electric sign is maintained in Buffalo in the 
heart of the business district on Main Street across 
from Lafayette Square. The sign is approximately 
20 ft. x 30 ft. and is visible for a considerable distance 
at night. A reproduction of this sign is shown on page 
61. Two very similar signs, but 27x34 ft., are car- 
ried in Erie. All three signs have a running border 
of 10-watt green lights. The arrow is made up of 
15-watt green lights, with ten-second flashes, and the 
large white lamp in the center is 250 watts. In addi- 
tion, the sign is illuminated with large goosenecks 
hanging over the top, with floodlights below the bottom 
of the sign. The signs have a white background. 
Where the lettering shows black in the engraving, the 
letters are really red, the lighter letters being dark 
blue. The chair is an olive green, and the girl wears 
a yellow dress with a white collar, white hat and’ white 
gloves. ; 

The effort to back up these claims of speed, comfort, 
convenience and necessity with performance, as declared 
by the signs and other advertisements of the company, 
has met with general recognition by the public and 
press in the territory served. Many favorable notices 
have appeared in the papers on the transformation in 
the line. 


FARES AND FARE COLLECTION 


The base fare for a single ride is at the rate of 3.6 
cents per mile. Special excursion tickets are sold for 
feature events on a 2.5 cents per mile basis. Excur- 
sion round trip tickets to the terminal cities at either 
end are sold from any agency station at the rate of 2 
cents per mile. Commutation books containing 54 rides 


to him on leaving the car. The operator can see if the 
passenger has ridden beyond the station punched on 
the duplex receipt. 

The operator makes out one daily trip report for 
each day’s service, which gives the following informa- 
tion: 

Number of trips made, whether on local or limited trains. 

Station from and to which the operator is running. 

Time of running. = 

Number of duplex tickets issued on each trip. 

Number of kilowatt-hours consumed on each trip. 

Number of hours worked each day. 


At the end of each trip, the operator places in an 
envelope all of his duplex stubs, duplex tickets, and 
receipts collected. 

The stubs and the duplex tickets are audited to deter- 
mine if the operator has turned in the amount of cash 
as shown by his trip report and as certified by the sta- 
tion receiver. The number of fares collected between 
different points is determined by an audit of the tickets 
and duplex stubs as taken from the operator’s envelope. 


FREIGHT SERVICE 


Besides the passenger service, the Buffalo & Erie 
Railway has developed quite an electric freight service. 
On Nov. 1, 1925, through traffic arrangements were 
made with the Cleveland, Zanesville & Eastern Rail- 
road, by which its freight service is extended west of 
Erie to Conneaut, Ashtabula and Cleveland. The con- 
nection between Erie and Ashtabula is by means of a 
trucking service operated by the Buffalo & Erie Coach 
Corporation. The joint tariff issued by the two rail- 
ways and this trucking corporation is on a strictly 
steam railroad basis, with shipments as fast if not 
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faster than by railway express. Shipments delivered 
to the Buffalo & Erie Railway as late as 5 o’clock in 
the afternoon are delivered in Cleveland by noon the 
following day. 

By still later tariffs, the company has just completed 
arrangements by which it can handle freight from 
Buffalo and other points on the line to Akron and other 
stations on the Northern Ohio Traction & Light Com- 
pany line as well as to points on the Cleveland South- 
west Railroad and Lake Shore Electric Railway out of 
Cleveland. The company hopes by January to extend 
this service still further to reach points in Michigan, 
Indiana and as far south as Cincinnati and Louisville, 
and it has become a party to the tariff of the Electric 
Package Agency. The company also expects to take 
through shipments east as far as Oswego, Syracuse, 
Utica, Rochester and Buffalo and hopes to be able to 
guarantee considerably more rapid delivery than the 
steam railroad for. this service. 

The view shown of one of the freight cars of the 
company illustrates the practice of the company in car- 
rying a slogan to advertise its passenger service as 
well as its freight service. The passenger service 
slogan on this car reads: “Limited observation chair 
passenger cars every two hours between Buffalo and 
Erie.” Other freight cars carry different slogans. 


Statistics of the Industry 


Table Just Compiled Shows Number of Companies, 
Miles of Track and Types of Cars Used 
in the United States 


UBLICATION annually of a table showing the miles 
of track and number of cars operated by the electric 
railway companies of the United States has been a fea- 
ture of the statistical work undertaken by this paper 
almost since its establishment in 1884. These statistics 
_are obtained each year from the data received for the 
McGraw Electric Railway Directory, which is now pub- 
lished annually in February. A table of this kind, 
- based on the February, 1925, issue of the directory, was 
published in the issue of this paper for March 7, 1925. 
This year it was decided, as many of the reports 
for the 1926 directory have been received, to compile 
and publish this table as early in January as possible, 
and it is printed herewith. All of the advance reports 
for the 1926 directory received during the past month 
have been used in its compilation, as well as reports sent 
in for the 1925 directory but received too late to be 
included in it. Where the figures on individual rail- 
ways were still missing, the figures which appeared 
in the February, 1925, directory have been employed. 
Altogether about 40 per cent of the reports used to 
make up the accompanying table are new and 60 per 
cent were taken from the 1925 directory. 
The method of compiling the figures which has been 
used in past years has been continued this year. The 
following is a brief statement of them. The mileage 


and cars of an interstate road have been placed in the’ 


state containing the greatest mileage of that company. 

The table includes the mileage and cars used on elec- 

trified sections of steam railroads, as well as on-city 

and interurban electric railways. Cable railway cars, 

of which there are a few left in cities in the Pacific 

pian have been included under “Passenger Trail 
ars.” 


On roads operating by both steam and electricity an 


NUMBER,OF.ELECTRIC RAILWAY COMPANIES, MILES OF TRACK 
AND NUMBER OF CARS OF VARIOUS TYPES OWNED BY 
ELECTRIC RAILWAY COMPANIES IN 1925 


es at eee a 
bo i= be — 
of 4H DO. SCS! a wa Bee eS 3 z 
aS oo ane sO fg Sh 4S o ee i 
oR ot gS e359 42 4a FS gO 
NewEngland ¢$ 3H a5 88 99 36 SS ££ 8 $a 
States Ao an AS AH AA ee BH m O H< 
Connecticut. . 9 1,574.27 1,606 68 120 61 12 259 1 2,127 
Maine....... 14 511.62 384 B hyo 731 76 0 228 24 651 
Massachusetts 28 2,571.06 5,008 252 10 95 12 887 73 6,337 
New Hamp... 12 258.63 324 2 5 1 50 9 393 
Rhode Island. 4 38120: 1044) 126" 953: 493507, cc Oo 1,273 
Vermont..... 6 113.72 89 5 3 3 9 3 1 
1925 total.. 73 5,410.50 8,455 356 146 230 1041,492 110 10,893 
1924 total.. 72 5,518.05 8,621 419 136 258 1241,485 122 11,165 
Eastern States P 
Delaware..... 1 139. 73 1 7 ae 2 oe 30 296 
DP, Of Col... 2 6 388.50 929.) 85.0 (8 5 22. 23: 1,172 
Maryland.... 9 687.68 1,967 164 13 22 74 11 14 2,265 
New Jersey... 21 1,434.17 2,923 108 2 7 10 323 3 3,396 
New York.... 86 5,428.19 16,697 1,614 132 I11 1031,546 537 20,740 
Pennsylvania. 96 4,591.65 7,651 497 6 178 981,066 122 9,618 
Virginia...... 13 447.21 86357653 os 7a D2 OO 1 1,039 
W. Virginia... 14 696.72 398 97519 WA9 - 3059537 4 516 
1925 total,. 246 13,813.85 31,619 2,612 183 362 3693,196 701 39,042 
1924 total.. 252 13,736.76 32,180 2,603 174 342 3733,364 708 39,744 
Central States r 
Illinois...... A 3,553.55 6,342 870 63 3431,082 704 16 9,420 
. 28 2,485.45 1,783 26 9 662 120 367 3,267 
22 957.79 716 «111 360©«6©20 «©2378 «6153 1,422 
Kentucky. 6 485.83 165) 362 2008 CHS h0 Tah4S 1,003 
Michigan 22 1,794.91 2,817 338 23 133 170 300 274 4,055 
i 10 0711 742125 10 4 4 2 104 1,338 
19 1,145.02 2,568 265 4 21 27° «344 22 3,251 
-. 59 3,826.97 4,140 579 33 241 456 462 364 6,275 
Wisconsin.... 18 801.22 1,163 7 8 38 30 241 1,558 
1925 total.. 224 15,757.85 21,506 2,578 180 872 2,817 2,571 1,065 31,589 
1924 total.. 228 15,787.40 21,462 2,555 186 839 2,725 2,564 1,087 31,418 


Southern States 


Alabama 8 384.09 467 80 2 10 34 104 15 712 
Arkansas 8 125.32 223) ald: | 4 Wa 3 267 
Florida....... 7 196.61 353 Ad ee 12 5 261 focus 407 
Georgia...... 10 459.95 + 688 32 1 4 10 13 46 794 
Louisiana..... 9 315.55 826.0 4505s ete o/s 82 2 958 
Mississippi. . . 7 94.08 106 §=©20 5 | 5 2 139 
N. Carolina. . 8 355,09 295 22 17 6 161 25 8 534 
S. Carolina... 4 126.18 126 se Vincte cue 6 12 154 
Tennessee.... 0) 417.43 669 80 1 5 De 8S) 5 827 
1925 total.. 70 2,474.30 3,753 318 21 47 217 343 93 4,792 
1924 total... 72 +2,524.33 . 3,816 -328 22 51 227 340.195 4,879 
Western States 
Arizona...... 3 43.79 BO? ora Vaca Nate nota BPN oe: 51 
California.... 33 3,408.80 4,247 310 90 1043,653 660 63 9,127 
Colorado..... 10 BOW s25. 392 138 8 85 122 6 858 
Idaho... sss 2) 88.70 32 3.5. 2 3a, 59 
Kansas....... 13 517.29 360 26. 73" Abo, TAS 4s 591 
Montana 7h 845.19 112°" 26 89 yh 12 248 
Nebraska..... 5 250.96 605 TOM 3 4 93 715 
Nevada...... 1 755) ER ris eRe Peteticoometa Fan! 
New Mexico... 2 10.95 L Seen ens oA acs 16 
IN: Dakota.in 9 4 25.79 40 VPP EAC hs eRe) o Dace 71 
Oklahoma.... 13 370.66 289 UG ee, 6» 187 S5225 5334 563 
Oregon....... o 754.39 700 «93: 19... 506° 194- 56 1,570 
S. Dakota..., 2 19.75 bo DE Se 2 2 3 34 
ROXAS. soma wks 22 «1,017.83 1,404 95 1 19 2° 137 25 1,693 
tabi sia 5 83.09 217. 45 21 7 240 13° (211 754 
Washington... 14 1,040.25 1,063 92 33 47 710 88.... 2,033 
Wyoming... .: 1 N6.250)4° PB aoc ae See eee 4 12 
1925 total.. 146 9,293.69 9,565 873 279 2495,6311,402 401 18,400 
1924 total.. 145 9,270.22 9,599 863 281 300 5,567 1,339 479 18,428 
1925 total U.S. 759 46,750.19 74,898 6,737 809 1,760 9,138 9,004 2,370 104,716 
1924 total U.S. 769 46,836.76 75,678 6,768 799 1,790 9,016 9,092 2,491 105,634 


effort has been made to include in the table only that 
equipment used in electric railway service. In con- 
sequence, the trail freight cars of the Fort Dodge, Des 
Moines & Southern Railroad and the coal cars reported 
by the East St. Louis & Suburban Railway and the St. 
Louis & Belleville Electric Railway are not included. 
The 3,000 package cars of the Chicago Tunnel Company 
are also omitted. 


Dr. W. B. Bizzell, president of the University of 
Oklahoma, wrote to R. C. Sharp, president, and E. F. 
McKay, manager, of the Oklahoma Utilities Associa- 
tion, recently, announcing a four-year course in the 
School of Business, to be entitled “Public Utility Ad- 
ministration,” effective with the scholastic year 1926. 
This announcement follows correspondence and con- 
ferences between the university executives and officers 
of the Oklahoma Utilities Association covering a period 
of more than two years. 
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Photography an Aid to the Railways 


A Survey Covering 50 Representative Companies Shows Extensive Utilization of Photographs— 
Claims Department Work, Publicity and Progress Records of Construction Are the 
Principal Uses—A Majority of the Railways Have Private Photographers 
—Advantages and Disadvantages of This Practice Are Discussed 


HOTOGRAPHS taken by a group of 50 represent- 

ative electric railways during the past year range 

in number from two to 4,000 per company. To re- 
cord the situation existing at the time of an accident is the 
purpose for which most of these photographs are used, 
-according to information submitted by the various com- 
panies in reply to letters of inquiry from ELECTRIC 
RAILWAY JOURNAL. Publicity work, safety work, prog- 
‘ress records and personnel records are other common 
uses. A number of railways, however, have developed 
unusual and interesting applications of photography. 
_ From the comparative numbers of pictures taken by 
the different companies during the past year it is 
apparent that some railways have developed the use 
of photographs to a much greater extent than others. 
The largest number taken by any company from which 
information was received was 4,000 by the Cleveland 
Railway. Next among those replying to the JOURNAL’S 
inquiry were the Philadelphia Rapid Transit Company, 
3,500; the Third Avenue Railway of New York City, 


A Small Scale Reproduction of a Mosaic 
Made from Many Airplane Views of Cleve- 
land Taken Under the Direction of the 
Cleveland Railways. 
for a Large Development Was Se- 
lected Through the Use of This 
Remarkable Map, Thus Sav- 
ing Days of Tedious In- 
spections and the Con- 
sequent Costs 


8,000; the Kansas City Railways, 2,682; the United 
Railways of St. Louis, 1,971; the Market Street Railway 
of San Francisco, 1,555, and the North Shore Line and 
the Milwaukee Electric Railway & Light Company, with 
1,000 each. Several of the medium-sized and smaller 
railways use a considerable number of photographs. 
Among these are the Omaha & Council Bluffs Street 
Railway, which took some 900 during the past year; 
the Dallas Railway, 300; the Nashville Power & Light 
Company, and the Grand Rapids Railway, 200 each; 
the Middlesex & Boston Street Railway and the Union 
Street Railway of New Bedford, 100 each. 

More than half of the companies replying to the 
inquiry have photographers in their own employ. 
Quicker availability of a private photographer is an 
advantage mentioned by a number of companies. Work 


done by a company photographer is likely to be less 
expensive than that of an outside man, it is said. In 
the case of the smaller railways, however, there is 
not sufficient photographic work to require a man’s 
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full time, and many of these companies prefer to use a 
public photographer. Others have the work done by 
one of their regular employees, as do practically all 
the large companies. 

The Mobile Light & Railroad Company states that it 
finds that its own photographer understands better 
than does a public photographer just what is wanted 
in the picture. The publicity director of the New 
Orleans Public Service, Inc., states that most public 
photographers either cannot or will not take dramatic 
pictures and for that reason he does most of the work 
himself. 

Definite advantages in having photographic work done 
by an outside man are mentioned by several railways. 
For use as evidence in court in accident cases it is said 
that the pictures taken by a public photographer are 
more valuable than those taken by a company man. 
Thus many railways use both public and private pho- 
tographers, depending on the purpose for which the 
pictures are being taken. 


MANY PICTURES PORTRAY ACCIDENTS 


Claims department work is the most general reason 
for taking photographs. The statement of the Mid- 
dlesex & Boston Railway summarizes the.general prac- 
tice. “Pictures taken of the locus of accidents, the 
street car and the other vehicles which are in the acci- 
dent. have very frequent use and are extremely valuable 
in many cases. This is especially true of automobile 
cases, where question arises about the registration. 
A picture showing the plate has been the deciding fac- 
tor in several cases. Another common use is to meet 
a claim by the injured party that he or she is unable 
to use an arm, or leg, bend a knee or work. Patient 


and persistent activities in the neighborhood of the 
claimant’s home will usually afford an opportunity for 
a picture in which an arm is raised or a knee is bent 
or vigorous muscular work is being done. Sometimes 
where the liability is clear, such a picture has resulted 
in a defendant’s verdict, because the plaintiff is shown 
to have lied outrageously. Of course, in common with 
other railways, we find pictures valuable in showing 
street conditions with respect to holes, worn pavements, 
claimed bad rail, or snow and ice.” 

Along somewhat similar lines, the Ottawa Electric 
Railway states: “We find that photographs showing 
damage done in accidents, marks on our cars showing 
where collision has taken place, condition of streets, 
ete., make excellent exhibits in court in damage cases. 
We have also found it advisable before breaking into 
pavement on city streets to lay tracks to have pho- 
tographs taken of the pavement before it is disturbed. 
These are valuable afterward as our contract with the 
city requires that we restore the pavement in as good 
condition as we found it.” 

Many electric railways use photographs as a means 
of keeping records of the progress of construction work. 
In some cases, the pictures are taken at regular inter-. 
vals, but more often they are used to illustrate some 
particular stage of the construction or some special 
condition existing at a particular time. 

Use of photographs in personnel work appears to be 
increasing. The Duluth Street Railway has for many 
years had photographs taken of applicants for positions 
and prints of these are filed with the applications. 
This is done by a regular man in the employment de- 
partment who is furnished with photographic apparatus 
and material by the company. The Kansas City Rail- 


SUMMARY OF PHOTOGRAPHIC WORK DONE BY 50 ELECTRIC RAILWAYS 


Public Number 
Photographer Photographs 
or Regular Taken i ae 
Company Employee Annually Principal Uses 

Androscoggin & Kennebec Railway, Lewiston, Me...............0++005 Public argh Accidents. 
Binghamton Railway, Binghamton, Pars Ra ee8 fois ones Ah ch oy ee ee Public 20 Accidents. 
Capital Traction Company, Washington, D. C,...........0.00eeeee eens Public 20 General records, publicity. 
Chicago North Shore & Milwaukee Railroad, Highwood, Ill............. Both 1,000 General records, construction work, community development. 
Cleveland Railway. Cleveland Ohiothss.0 ae) ae a een Both 4,000 Accidents. 
Cumberland County Power & Light Company, Portland, Me............ Public 50 Accidents. 
Dallas Railway, ‘Dallas, "Texas acu incnal sate eee eee Public 300 Construction work, publicity. 
Denver ‘Tramway, Denver ©olsinetc.so cerns ec nal ane een eee Both 50 Accidents, publicity, general records. 
Duluth Street Railway. Duluth avin ie act ioc cles cient Both 100 Accidents, personnel records. 
East St. Louis & Suburban Railway, Hast St. Louis, Ill................. Both 250 Accidents, safety work, general records, 
Eastern Massachusetts Street Railway, Boston, Mass............+..-++ Both 150 Accidents, way and structure inspection records. 
Grand Rapids Railway, Grand Rapids, Mich................+02.eeeees Public 200 Construction work, amusement parks. 
Indiana Service Corporation, Fort Wayne, Ind.............+++eeeeeeeee Public 100 Accidents, construction work. 
Johnstown Traction Company, Johnstown, Pa...........6.0e0 ese se cues Public Snes Publicity 
Kansas City Railways, Kansas City, Mo............0cceeeceees succes Employee 2,682 Accidents, safety work, personnel records, publicity 
Kentucky Traction & Terminal Company, Lexington, Ky............... Public 50 Publicity. 
Knoxville Power & Light Company, Knoxville, Tenn.............2+0+++ Both 200 Accidents, construction work records. 
Macon Railway & Light Company, Macon, Ga...........0.20e0eeeueee Public Bt Accidents. 
Manchester Street Railway, Manchester, N. H...........ccccesecewnss Public 2 Accidents. : 
Market Street Railway, San Francisco, Cal...........0..000seeeseeees Employee 1,555 Accidents, construction work and personnel records. 
Massachusetts Northeastern Street Railway, Haverhill, Mass............ Public nye Accidents. 
Memphis Street Railway, Memphis, Tenn..........0+e+eceecseusecuees Public ee Various. 
Michigan Electric Railway, Jackson, Mich...........0.ceeeceeceeeesee Public 20 Accidents. 
Middlesex & Boston Street Railway, Newtonville, Mass..............-+ Employee 100 Accidents. 
Mobile Lght & Railroad Company, Mobile, Ala.oi0 os ton ae ee oth 50 Accidents, construc tion work records. 

ashville Railway & Light Company, Nashville, Tenn............+.+++ Public 150 Accidents, publicity. 
New Orleans Public Service, Inc., New Orleans, La.2 <...< «deacon Employee 700 Construction records, publicity. 
Northern Ohio Traction & Light Company, Akron, Ohio..............+5 Public wate Accidents, publicity. 
Northern Texas Traction Company, Fort Worth, Texas...............++ Both 250 Accidents, publicity, construction work records. 
Omaha & Council Bluffs Street Railway, Omaha, Neb.............-.+-+ Employee 900 Accidents, valuation work. 
Ottawa Electric Railway, Ottawa, Ont., Canada...........e.0eeeeesees lie ae Accidents, publicity, construction work records. 
Pacific Electric Railway, Los-Angeles, Cal.niis- + +. icsie yeeine Ameo ee Public 220 Publicity. 
Philadelphia Rapid Transit Company, Philadelphia, Pa...............+- Employee 3,500 Accidents, publicity. 
San Diego Electric Railway, San Diego, Cal.......; siaia9 {a alae al Soctens eta eel Employee 100 Accidents, construction work records. 
Schenectady Railway; Schenectady, N.Y... 0021-10. sc5 se cee penitent Employee 50 Accidents, construction work records. 

hreveport Railways, Shreveport, Las... .......0cceecesceeedecncceces Public See Accidents, publicity. 
Spokane United Railways, Spokane, Wash... sec «sise. Uennin eee tees Both 90 Accidents, publicity. 
Springfield Street Railway, Springfield, Masa.c0n Jjoaanctceitetee eee Public 25 Accidents. 

he Milwaukee Electric Railway & Light Company, Milwaukee, Wis Employee 1,000 Accidents, publicity, construction work records. 
Third Avenue Railway, New York, N. Y.....:-.0sec.cscsuuseesssseuee oth 3,000 Accidents. 
Toronto Transportation Commission, Toronto, Ont., Canada... Employee 400 Construction work records. 
Twin City apid Transit Company, Minneapolis, Minn..... oth - 300 Accidents. 
Union Street Railway, New Bedford, Mass............ Public 100 Accidents. 
Union Traction Company of Indiana, Anderson, In Employee 75 Accidents, safety work. 
United Electric Railways, Providence, Public 6 Publicity. ; ; 

nited y a a5 Both 1,971 Accidents, publicity. 4 
Virginia Electric & Power Company, Richmond, Va.... Public = Paste Publicity. 
Washington Railway & Electric Company, Washington Both Accidents, construction work records. 
Winnipeg Electric Company, Winnipeg, Man., Canada Both Accidents, publicity 
Youngstown Municipal Railway, Youngstown, Ohio..........-..e+++00 Public Accidents, constructionwork records. 
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ways and the Market Street Railway of San Francisco 
are other companies which follow this practice. 

' Publicity work is another important reason for tak- 
ing photographs. Two years ago the New Orleans 
Public Service, Inc., took pictures of its span wire poles 
throughout the city before removing various un- 
lawful signs, and by picture publicity was successful 
. in preventing the return of this evil. Many pictures 
are taken by this company for historical purposes,, to 
show development, etc. This railway, however, does 
not use the photographs themselves in advertising, but 
to aid the artist in visualizing the subject when he 
makes line drawings for advertisements. 

Recently the Shreveport Railways had a moving pic- 
ture made for publicity purposes. This showed the 
unloading of some new cars that had just arrived, 
their progress through the shop, the machinery, piping, 
wiring under the cars, then the start of the cars from 
the carhouse, out onto the lines, the congestion caused 
by automobiles, and the operation of the cars. 

The Virginia Electric & Power Company, while using 
photographs in various of the usual ways, has also 
utilized a number of aerial photographs showing pro- 


Interurban Bus Lines Operated 


by City Railway 
Trenton & Mercer County Traction Corporation Has 
Extended Its Service to Points 65 Miles Distant— 


Traffic Shows Marked Seasonal Fluctuations— 
All Buses Start from a Central Terminal 


NDER the name of the Central Transportation Com- 

pany, the Trenton & Mercer County Traction Cor- 
poration, Trenton, N. J., has established an extensive 
system of interurban and city bus lines. Three city 
routes are operated, serving districts not previously 
provided with convenient transportation facilities. Out- 
side the city eight bus routes are operated by this 
company. In character they vary from suburban serv- 
ice on a route 2.5 miles in length to long-distance 
service to points as far away as 65 miles. 

This long-distance interurban service is the most 
interesting phase of the company’s operations. Bus 
routes connect Trenton, the capital of the state, with 
the town of Lakewood, a health resort 45 miles distant, 
and with the seacoast cities between Asbury Park and 


COMPANY. 3 
PMINAL 
AGB RAYREAD. 


Buses of the Central Transportation Company, a Subsidiary of the Trenton & Mercer County 
Traction Company, Waiting at the Trenton Terminal 


posed rights of way for a transmission line. Aerial 
pictures have been used also by the Chicago Surface 
Lines, as told in an article in the ELECTRIC RAILWAY 
JOURNAL, Aug. 8, page 202. Practices of the Boston Ele- 
vated Railway and the United Railways & Electric Com- 
pany of Baltimore also were described in that article. 


Cars Faster than Buses in Test 


N ORDER to compare the speed of buses on Fifth 

Avenue, New York City, and street cars on Third 
Avenue between Fourteenth and Fifty-seventh streets, 
checkers of the Third Avenue Railway some time ago 
carefully timed a number of trips of both vehicles. The 
distance from Fourteenth to Fifty-seventh Street is 2.1 
' miles. The average running time of buses was 29 
minutes, making the speed 4.3 m.p.h.; average running 
time of cars was eighteen minutes, making the speed 
- 7 m.p.h. The average number of passengers on the 
buses at Fourteenth Street and boarding within the 
area was 54, while on the cars it was 111. 


a 


Bayhead, 60 to 65 miles away. A sufficient amount of 
all-year traffic exists between the seacoast cities and 
Trenton to pay bus operating expenses even during the 
winter months. In summer the volume of traffic is much 
larger and the route is a distinctly profitable one. 

Four trips a day are operated from Trenton through 
Freehold and Asbury Park to Bayhead. Two other 
trips are operated from Trenton through Freehold to 
Lakewood. At Freehold connection is made with a 
short local line operating on an hourly schedule between 
that city and Asbury Park. For ordinary service two 
buses are required between Trenton and Bayhead and 
one between Trenton and Lakewood. Fageol parlor 
car coaches are used. Short service between Freehold 
and Asbury Park is supplied by two additional buses, 
which are Fageols with street car type bodies. Through 
fare from Trenton to Bayhead is $2.30. Packages are 
transported between points on the interurban routes 
in so far as it can be done without interfering with 
the convenience of passengers. The rate is only 2 cents 
per pound with a minimum charge of 25 cents, 
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Within the City of Trenton Bus Routes Have Been Arranged so 
That There Is Little Duplication of Existing Railway Service 


Other interurban bus lines are operated by the com- 
pany to Kingston, Allentown, New Egypt, Hopewell and 
Chambersburg. On these lines the headways are one 
hour and two hours. A summary of the headways, 
number of buses operated, running time and mileage of 
the various routes is given in the table below. On 
portions of all the interurban routes the service 
duplicates that of other bus and railway lines. Where 
the interurban bus lines of the Central Transportation 
Company operate on the same streets as the railway 
lines of the Trenton & Mercer County Traction Cor- 
poration the buses do not pick up and discharge local 
passengers. A similar practice is followed between 
Asbury Park and Sea Girt, where the buses operate 
through territory served by the Coast Cities Railway. 
The relation between these routes and the other car 
and bus routes of the company is shown on the accom- 
panying maps. é 

In the majority of cases bus service on these routes 
was undertaken by the railway to forestall independent 
operation. Application had been made to operate inter- 


No. Running 

Route Destination Type Headway Buses Time 

A Empire Rubber Co. City 30 min. 2 30 min 

A-1 Municipal Colony City 30 min 1 15 min 

B Labor Street City 30 min 3 30 min 

C Trenton Junction Cit 1 hr. 1 30 min 

D_ Kingston ° Interurban 2 hr. 1 1 hr. 

EK Allentown Interurban 2 hr. 1 1 hr. 

Fr New Egypt Interurban 2 hr. 1 1 hr. 

H Hopewell Interurban 1 hr. 2 1 hr, 

K _ Chambersburg Interurban 1 hr, 1 30 min 

K-1 Hutchinson’s Mills Interurban ‘1 hr. 1 30 min 
Bayhead Interurban 4 perday 2 3 hr. 15 min 
Lakewood Interurban 3 per day 1 2 hr. 5 min 
Asbury Park-Freehold hr. 2 1 hr. 
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Long Interurban Bus Koutes of the Trenton & Mercer County 
Traction Corporation Connect Trenton and Seatoast Cities 
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urban buses on streets where the 
railway had tracks. The manage- 
ment felt that it would be undesir- 
able for independents to operate in 
this way, and for that reason the 
railway itself undertook to supply 
the desired bus service. In so doing 
it has endeavored to arrange its 
routes with a minimum of dupli- 
cation. 

Of the three city bus lines two 
serve districts somewhat remote from 
existing car lines. The third is a 
crosstown route which intersects a 
number of other transportation lines, 
making it possible to travel from one 
outlying section of the city to an- 
other without passing through the 
congested business district. Head- 
ways on the city lines are 30 minutes, 
with fifteen-minute service on a por- 
tion of one route. 

All of the interurban lines, except 
the short line from Asbury Park to Freehold, start from 
the motor coach terminal of the Central Transportation 
Company on Perry Street. Two of the three city lines 
also start from this point.” A plot of land has been pur- 
chased by the company at this location, which is only a 
few minutes walk from the center of the city. Tempo- 
rarily a waiting room has been made from two old street 
car bodies. It is planned to construct a combined wait- 
ing room and terminal in the near future. 

In regular service nineteen buses are required. Head- 
ways are not shortened during the rush hours and no 
extra vehicles are required at those times. Three buses 
are kept in the garage each day for inspection and three 
are ordinarily used for special trips. Two buses are 
provided for overhauling, making a total of 27. Occa- 
sionally it is necessary to double-head some of the 
seashore trips. Inspection buses or those reserved for 
special trips are used. The equipment of the company 
consists of two Macks, two Six-Wheel buses, five Whites 
and eighteen Fageols, including four of the parlor-car 


type. 
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Service Speeded Up by West Virginia Line 


HE Monongahela West Penn Public Service Com- 

pany has been making many improvements in its 
railway service at Clarksburg, W. Va. A recent state- 
ment announces a cut in the running time of its trains 
between Clarksburg and Weston from an hour and a 
half to an hour and five minutes. 

W. E. Davis, of the company, who announced the 
change, said the new schedule calls for cars to leave 
Clarksburg at 5:35 a.m. and every hour thereafter until 
11:35 at night. They will leave Weston at 5:10 a.m. 
and every hour until 11:10 at night. He said: 


We have had many requests from our patrons to get 
them from Clarksburg to Weston and from Weston to 
Clarksburg a little quicker. To accomplish this we rebuilt 
portions of our track, equipped the cars for faster oper- 
ation and installed new passing sidings. All of these things 
have just been accomplished and we are glad that we are 
able to offer the new service. I think it will be a very 
popular mode of travel. We are glad to install the new 
service, for in doing so we are keeping a promise made to 
our friends some time ago. 
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Valuation Principles in Baltimore Case 


An Extended Analysis Is Given of the Methods Used Recently to Obtain for the United Railways & 
Electric Company of Baltimore Figures for Original Cost, Reproduction Cost of Physical Property, 
Undistributed Structural Costs, Going Value, Depreciation and Present Value 


By W. H. Maltbie 


Special Counsel United Railways & Electric Company of Baltimore 


industry were developed in the valuation case 

of the United Railways & Electric Company of 
Baltimore, which was presented to the Public Service 
Commission of Maryland during the past summer. 

Since the methods used in the case were quite typical, 
the processes are here analyzed to indicate the way the 
value was built up for presentation to the commission. 

The United Railways & Electric Company of Bal- 
timore operates the entire system of. street railway 
transportation in Baltimore and in its outlying sub- 
urbs, with the exception of one short spur line leading 
to a local cemetery and the direct interurban lines 
without local service operated by the Washington, Bal- 
timore & Annapolis Hlectric Railway between Baltimore 
and Washington and Baltimore and Annapolis. It has 
433.33 miles of track, of which 245.85 is in paved streets, 
and operates a total of 1,488 cars. In 1924 it operated 
35,973,691 car-miles and carried 228,423,774 revenue 
passengers, with a total operating income of $16,453,- 
254.31 and gross operating expense of $12,293,999.31. 
Its total capitalization is $88,184,900, of which $53,673,- 
700 is bonds, $14,000,000 income bonds and $20,461,200 
common stock. These figures cover the securities of the 
United Railways & Electric Company itself, certain 
bonds of underlying companies, and such securities of 
its subsidiaries as are held in the hands of the investing 
public. 

The original street railway system of Baltimore was 
created in 1859, at which time the city, by ordinance, 
granted certain rights to the Baltimore City Passenger 
Railway. In view, however, of some uncertainty as to 
the city’s power to enter into an agreement of the sort 
then attempted, the Legislature granted a charter to 
the original company in 1862. Thereafter numerous 
companies were organized from time to time, until 
Baltimore, like most other cities of its size, had in the 
80s and early ’90s a large number of competing horse 
car or cable companies. 

The usual era of consolidation followed and the var- 
ious companies were absorbed by successive steps, until 
finally in 1899 the present company was created as a 
complete consolidation of the then existing lines in and 
around Baltimore. . 


Mi points of interest to the electric railway 


CIRCUMSTANCES LEADING UP To THE CASE 


Rates of fare had always been fixed in Baltimore by 
act of the Maryland Legislature, and no change took 
place from 1900, the year following the consolidation, 


‘down to 1918, when the Public Service Commission of 


Maryland authorized a 6-cent fare. 
The Public Service Commission of Maryland, created 


in 1910, began in 1913 a valuation of the property of 


the company. The company engaged the firm of Stone 
& Webster, which in 1914 made a complete valuation 
of the physical property of the company and submitted 
it to the commission for its consideration. The engi- 
neering forces of the commission checked the inventory, 
made an independent valuation of the physical prop- 
erty and in 1915 a series of engineering conferences 
agreed upon figures to be submitted to the commission 
covering all physical property except land, buildings 
and street paving. 

There was pending at that time an important state- 
wide valuation case of the telephone company, and 
hearings on the railway case were temporarily post- 
poned. After this and before actual hearings could be 
started the unsettled financial conditions resulting from 
the World War intervened, and by mutual consent of 
the commission and the company the case was carried 
over without action. This was a natural and simple 
solution of the problem in view of the fact that there 
was pending no request for a change of fare either on 
the part of the commission or on the part of the com- 
pany. 

The rate of fare at this time in Baltimore was 5 cents 
with universal transfer, with a gross receipts tax, 
known as the park tax, of 9 per cent on all fares 
collected on city streets. The United Railways & Elec- 
tric Company continued to operate on this fare, despite 
increased costs, until 1918, when it became evident 
that some action must be taken. The company there- 
fore, acting under the public utility law, filed 80 days 
notice of an increase in the rate of fare. The commis- 
sion objected and a rate case was heard in the fall 
of 1918, which resulted in the increase to 6 cents above 
noted. This proved insufficient, and later rate cases 
resulted in successive increases from 6 cents to 634 
cents, to 7 cents, and finally to the present rate of 8 
cents, two for 15 cents. 

In an early one of these rate cases the commission 
adopted as a guide in dealing with this particular 
company the principle that its return over and above 
operating expenses, depreciation and taxes should be 
sufficient to maintain the credit of the company, and 
that this could be accomplished by allowing the com- 
pany to earn something between 14 and 14 times its 
fixed charges (i.e., rentals and bond interest), and sub- 
sequent adjustments of the rate structure were made in 
accordance with this principle. 

In the spring of 1924 the company filed a petition 
asking for an increase of the rate of fare from 7 cents 
to 8 cents or two for 15 cents, pointing out that under 
the existing rate schedule it was earning less than the 
minimum of 14 times its fixed charges and that the 
increasing costs of operation had wiped out all of the 
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economies and modifications that the company had been 
able to devise in the hope of raising its income above 
this fixed minimum. At the same time the company 
pointed out that if the commission was unwilling to 
continue to operate under the theory outlined above, 
the company stood ready to complete the valuation of 
its property as a basis for future rate schedules. 

The majority of the commission decided that the 
company was entitled to the increase in rates for which 
it asked and passed an order putting these rates in 
effect, but providing for the completion of the valua- 
tion case. The third member of the commission was 
unwilling to make any change in the rate structure 
until after the valuation had been completed. 


PREPARATION OF THE CASE 


The ten years that had elapsed since 1914, the date 
of the completion of the Stone & Webster appraisal, 
had brought such tremendous changes in unit costs, and 
even in detail methods of construction, that the com- 
pany felt that the Stone & Webster appraisal was no 
longer usable and therefore undertook a complete rein- 
ventory of its property and a new valuation. The work 
was carried on during the fall and winter of 1924 and 
1925, and the case finally came to trial on May 4, 1925. 

The United Railways firmly believes that the yard- 
stick method of appraisal is fully as efficient as the 
more detailed method and certainly much more eco- 
nomical, and its officers in the American Electric Rail- 
way Association have voted for the approval of this 
particular principle. The company has, however, al- 
ways recognized that the yardstick appraisal does not 
lend itself to a case where there is apt to be a legal 
contest and an effort to enforce the technical rules of 
evidence, and for that reason, face to face with a case 
of that sort, it proceeded in the usual form of a detailed 
inventory and valuation. 

The entire work was handled by the engineering and 
legal staff of the company, although expert witnesses 
who were familiar with special phases of the work 
were frequently used from time to time during the 
proceedings. 

The appropriation at the disposal of the Public Serv- 
ice Commission was not adequate for an independent, 
detailed valuation on the part of the commission staff. 
The company therefore furnished the commission with 
its detailed inventory as completed, and this was spot- 
checked or checked until the commission staff was satis- 
fied that the inventory was accurate. The company 
also furnished the commission with the unit prices used 
by it in pricing its inventories and with the total fig- 
ures for each class of property. These were checked 
and studied by the commission staff, who prepared in 
this way their own valuation of the physical property 
of the company. 

This work on behalf of the commission was done by 
its own engineering forces and by Robert M. Feustel, 
employed as a consulting expert; all of it, however, 
under the general supervision of the people’s counsel, 
a direct appointee of the Governor provided for in the 
Maryland public utility law, whose duty it is to act as 
opposing attorney to the utilities in all important cases. 

The company prepared its case on the theory that 
no one definite measure of value exists, but that all 
information which can be helpful to the commission 
should be placed before it, and that in particular the 
commission should have information with regard to 
original cost, par and market value of securities, repro- 
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duction cost at current unit prices and evidence as to 
whether or not present price levels might be regarded 
as relatively static. 


ORIGINAL COST 


On original cost the company took the position that 


’ original cost must serve either one or the other of two 


purposes. The first of these is to constitute a check 
on the reasonableness of the present-day claim for 
reproduction cost. The second is to give some index or 
evidence as to the amount of the investor’s sacrifice. or 
the original dollars devoted to the public service. For 
the first of these purposes the original cost which is 
desired is the price paid for the various articles when 
they were first devoted to public service. For the sec- 
ond the original cost desired is the price paid by the 
present investor, corporate or individual. 

Original cost in the first of these instances, namely, 
the cost in dollars of the property when first devoted 
to public service, was for much of the present property 
of the company impossible of ascertainment. The orig- 
inal company, as indicated above, was created in 1859. 
Numerous other companies were formed and finally 
brought by a long train of receiverships, purchases, 
reorganizations and consolidations into the present 
single company. The lack of any uniform standard of 
accounting would have made it extremely difficult to 
determine original cost even’ if the books of the con- 
stituent companies had been in existence, but as a 
matter of fact many of these had been destroyed in the 
great fire which struck the business district of Bal- 
timore in 1904, and the remaining records were frag- 
mentary and incomplete. Everything which the com- 
pany had was placed at the disposal of the commission 
staff, but all parties were agreed that a reconstruction 
of original cost as thus defined was impossible. 

On the other hand, original cost in the sense of the 
amount invested by the present corporate owners was 
fortunately capable of very definite ascertainment. The 
final consolidation, which took place in 1899, differed 
from the usual consolidation in which two or more com- 
panies pool their stock and issue to the stockholders 
of the constituent companies agreed amounts of stock 
of the new company. There were in Baltimore in 1899 
two large and two small systems, the large systems 
having been built up by consolidations of smaller com- 
panies. The two larger systems were not able to get 
together, and finally parties interested in the smaller 
systems acquired one of the two larger systems by the 
outright purchase of all but 374 shares out of a total 
of 140,000 shares of its outstanding stock, and then 
secured an option at a flat cash price on a majority of 
the stock of the second large company on the condition 
that the option price should be open to every stockholder 
if he desired to take advantage of it. 

It was therefore perfectly possible to get a definite 
starting point, in cash paid plus underlying bonds as- 
sumed, for the property which went into the consolida- 
tion in 1899, and since the company’s records from that 
date on were complete there was no difficulty in show- 
ing the net additions to capital from 1899 down to the 
date of the appraisal. 

The question of whether the purchase of these stocks 
at the price paid was a prudent investment was an- 
swered, from the company’s point of view at least, by 
the fact that the syndicate formed to take over the 
stocks thus acquired was very largely oversubscribed, 
that many of the owners of stocks who had an oppor- 
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bined in so many ways that it 


tunity to withdraw the cash chose rather to put the 
eash back into the syndicate, and, finally, that allot- 
ments in the syndicate sold on the Baltimore Stock 
Exchange at a premium of 14 per cent. The company 
argued from this that, judged by the standards of the 
day, the investment must have been regarded as a 
prudent and wise one. is 

The company showed in this way a total investment 


of $69,000,000, exclusive of any allowance to the pro- 


moters or any profit to the final syndicate, but including 
a profit of between 5 per cent and 6 per cent to the 
purchasers of the first of the large companies. 


REPRODUCTION COST 


In order to determine reproduction cost the company 
engaged competent experts, so far as possible not con- 
nected with the company, and for the most part local 
men familiar with existing conditions in Baltimore and 
with the particular class of property they were to value. 
Thus for other land-used in railway operations the 
company secured the services of three of the best known 
real estate men in Baltimore City, thoroughly familiar 
with all types of real estate, and asked them to make 
an independent valuation of the land and file copies with 
the company and with the commission. 

Rights-of-Way.—The company’s rights-of-way are 


was impossible to express the total trackage of the com- 
pany in standard cross-sections. The engineering 
forces of the company therefore prepared a detailed 
statement of the type of track installed and the char- 
acter of pavement, street by street and section by sec- 
tion. The data for each stretch of track were then 
transferred to a computing sheet and the various quan- 
tities of excavation, rail, labor, ties, etc., determined 
by a force of computers. The summation of these com- 
puting sheets gave a grand total of quantities for the 
system. 

The next step was the determination of unit costs. 
Rail, ties or ballast presented no practical difficulties. 
The greatest difficulties were found in determining 
incidental charges, costs of labor and costs of hauling 
ballast and material and the removal of waste. 

For the determination of incidental costs a careful 
study was made of the previous experience of this and 
other companies in large track replacement jobs or new 
construction. For labor costs careful studies were 
made of the proper organization of track-laying forces 
and the amount of work to be anticipated from each 
gang. For hauling costs the probable locations of 
yards, dumps and quarries were determined and the 
weighted average length of haul from each of these to 
the trackage served by it were computed. From these 
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figures it was easy to determine a weighted average 
length of haul for the system for yard material, for 
ballast and for the removal of excavated waste. 

The company was attempting to determine recon- 
struction cost in the same way that a prudent and 
eareful contractor would make an estimate. For that 
reason it felt itself compelled to select in every case 
the most economical method of construction. . It there- 
fore estimated all of its track excavation as steam 
shovel excavation and motor truck haul. It considered 
carefully the advisability of building from its own rail 
head and selected building by truck haul as the more 
practical and in the long run the more economical. For 
those suburban lines where it had steam road connec- 
tion it built by steam road methods from its own rail 
head, leaving till the last step in the process the 
respiking of one rail, since the gage of the Baltimore 
system is not the standard gage. 

Bridges.—For all of its bridge and trestle work the 
company secured the services of a local bridge engineer 
of high standing, not an employee of the company, 
although he had previously made a study for safety 
purposes of all of the company’s structures of this 
type. 

Rolling Stock.—In view of the fact that a very large 
portion of the rolling stock of the company had been 
purchased from time to time from the J. G. Brill Com- 
pany, the Brill company was employed to prepare a 
complete reproduction cost estimate of all of the used 
car bodies and trucks. For this purpose the staff of 
the commission selected cars which might be regarded 
as typical of each group or model operated by the 
company. A complete bill of materials and full detail 
specifications were prepared for a type car of each 
group and submitted to the Brill company, which then 
determined the reproduction cost as of Jan. 1, 1924. 

The electrical equipment of all rolling stock and the 
substation equipment were valued by the Westing- 
house company and General Electric Company, each 
company valuing the equipment of its own manufacture. 

Other Items.—The company has only one small power 
plant, purchasing most of its power from the Consoli- 
dated Gas, Electric Light & Power Company of Balti- 
more. This small plant was valued by a local firm 
familiar with power plant machinery. 

The transmission and distribution systems, office 
furniture, shop equipment and other corresponding 
items were valued in detail by members of the com- 
pany’s staff. 


DIFFERENCES WITH COMMISSION STAFF 


All of these base values of physical property were 
checked by the commission staff or by other persons 
employed by the commission for that purpose. To a 
very large extent the commission staff after this check 
accepted the base values claimed by the company. 

The exceptions were as follows: 

Land.—The valuation of land was made for the 
commission by a local appraiser connected for many 
years with the Appeal Tax Court of Baltimore City. 
He differed as to the value of certain lands and showed 
a total for private rights-of-way and for other lands 
below that claimed by the company. 

Buildings—The same assessor of the Appeal Tax 
Court and a local builder checked the unit costs used 
by the company for building valuation. They objected 
to certain unit costs in concrete construction and also 
to certain incidental costs claimed by the company’s 
appraisers, the total difference amounting to between 
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9 per cent and 10 per cent on the physical reproduc- 
tion cost of the structures. 

Rolling Stock.—On rolling stock the commission staff 
secured a lower value by determining so far as possible 
the price originally paid by the company both for cars 
‘and for electrical equipment of cars and applying to 
this original cost a trend curve based upon the labor 
and material curve prepared by Brill, a price curve 
prepared by the Westinghouse and General Electric 
companies, and other data collected by Mr. Feustel from 
time to time. The result was a figure considerably 
below the reproduction cost furnished by Brill for car 
bodies and by the Westinghouse and General Electric 
companies for electrical equipment. 

On this matter, however, the company pointed out 
that the Brill curve, which was the main reliance of 
the commission staff on the matter of car bodies, cov- 
ered labor and material only and introduced witnesses 
from the Brill organization who testified that no shop 
costs, overheads or merchandising costs were included 
in the curve, and that, if these were added, the index 
as of Jan. 1, 1924, would be much higher than the one 
shown by the labor and material curve. The difference 
more than covered the difference between the commis- 
sion staff figures and those of the company. 

Track and Roadway Labor.—On track and roadway 
labor the commission staff made a number of changes, 
some increases and some decreases over the figures 
presented by the company. The net result of the 
changes, however, was about equal to the change which 
the commission staff had made in the Ss of inci- 
dentals and contingencies. 

Contractor’s Profit—The company had ane its esti- 
mates on the assumption that certain important pieces 
of work, such as the construction of buildings, bridges, 
trackage, distribution and transmission systems, would 
be turned over to contractors, and had therefore 
included an item for contractor’s expense and profit. 
The commission staff accepted the contractor idea so 
far as buildings and bridges were concerned, but 
rejected it for all track construction and for the trans- 
mission and distribution systems. 

The company took the position that the employment 
of a contractor was in the last analysis an economy, 
in view of the insurance against additional incidentals, 
omissions and contingencies and in view of the value 
of the knowledge which an experienced contractor 
would furnish as contrasted with a new organization. 

In support of its position the company introduced 
as witnesses A. T. Spencer of Toronto, thoroughly 
familiar with the reconstruction work carried on in 
that city, and Jonathan Wolf of the Chicago Surface 
Lines, thoroughly familiar with the work done there. 
In both cases the work had been done by the com- 
pany’s own construction forces, and the witnesses 
testified as to the percentage added to base cost of labor 
and material to cover actual costs of incidentals, con- 
tingencies and various overhead charges. This testi- 
mony supported the company’s claim that its total 
cost, including the contractor’s expense and profit, was 
reasonable. 

With respect to the employment of a contractor on 
the transmission and distribution systems the company 
introduced witnesses who testified that it would be 
impracticable to build a construction organization 
sufficiently large to do the work involved in the limited 
time assumed for reconstruction purposes, and that the 
most economical way, as well as the only practical way 
if the work were to be accomplished.within a limited 
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time period, would be to employ one or more contrac- 


_ tors for the job. 
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Unused or Obsolete Property.—In connection with 
reproduction cost the company made no claim for 
property not used or useful. Thus it eliminated cer- 
tain lands which it still holds but which are not used 
for railway purposes, a large number of cars which 
have been retired although not yet scrapped or written 
off the books and some buildings and power plant 
machinery not in actual operation. 

The company attempted to make its position in these 
matters entirely clear to the commission, as follows: 
So long as the commission is considering original cost 
or investment, any property, once acquired, should 
remain in the rate base until such time as it has been 
amortized through payment made by the public in 
excess of a fair return. If, however, the question is 
not one of investment but one of present value, then 
superseded property or property no longer used or 
useful does not enter into the problem except, in some 
instances, as an evidence of the cost of developing the 
business, or, in other words, as evidence of the cost 
of one of the elements of going value. 

Undistributed Structural Costs—The claim of the 
company under this head was made up of the following 
items: 

For engineering and superintendence, 5 per cent. 

For administrative and legal expense, 2 per cent. 

For taxes, actual taxes for one year upon the present 
property other than income tax. 

For organization cost prior to construction, 8 per cent. 

For insurance during construction, actual insurance for 
one year on present property. 

For working capital, $2,000,000. 

On all physical property plus the undistributed costs 
above described the company claimed interest during 
construction of 11 per cent, and on the sum total of 
the previous items plus interest during construction a 
cost of financing of 6 per cent. The figure for interest 
during construction was reached by assuming: 


1. A four-year construction period. 

2. That the money necessary would be acquired at the 
beginning of the period at a cost of 7 per cent. 

3. That the funds so secured would be deposited or in- 
vested in quickly negotiable securities and drawn upon as 
needed, so that against the 28 per cent of total interest 
charge there would be a credit of 3 per cent on half the 
money for all of the time, or a total credit of 6 per cent, 
making the net interest charge 22 per cent. 

4. That half of this would be earned by operations during 
the construction period. 


The result of these assumptions is a net claim of 11 
per cent, as stated above. 

For these undistributed costs the commission staff 
recommended the following: 


For engineering and superintendence, 6% per cent, in- 
tended, however, to cover the contractor’s engineering, 
while the company’s claim covered only its own engineering 
in addition to that necessary for the contractor. 

For legal expenditures, 4 per cent. 

_ For miscellaneous expenses, covering some additional 
allowances to the contractor, pre-organization expense and 
administrative expense, 5 per cent. 

For taxes the commission staff recommended the allow- 
ance of the company’s claim. 

For interest during construction, 8 per cent. 

For cost of financing, 5 per cent. 

For working capital, $1,400,000. 


GOING VALUE 


The existence of going value and the propriety of 
its inclusion as a rate base was admitted by the com- 
mission staff, and it recommended a flat allowance of 


10 per cent of the reproduction cost of physical prop- 
erty. The company, on the other hand, attempted to 
analyze going value and to determine the elements 
which enter into it and to make some estimate of their 
value. 

The company’s position on this matter, which is set 
forth in considerably more detail in its brief,* may be 
summarized as follows: 

Going value is the sum of those elements which dis- 
tinguish a concern in successful operation from a new 
concern fully built and equipped but not yet ready 
to operate. It is a by-product of operation, begin- 
ning to develop as soon as operation commences and 
increasing as long as the concern grows in experience, 
increases its knowledge of local conditions and con- 
tinues to develop its tributary territory. 

Various elements enter into going value, but the fol- 
lowing may be specially noted: 

The development of a trained personnel, not only of 
the executive staff but of routine workers as well. 

The accumulation of valuable records. 

The realignment of physical properties, traffic routes 
and operating personnel. 

The supersession of property on account of local 
peculiarities of the situation. 

The ability to maintain a trained staff of experienced 
workers by utilizing the company itself as a training 
school. 

The development of suburban territory from lean 
traffic territory into fully populated urban areas. 

The cost of producing some of these elements may be 
very definitely measured. For example, the company 
knows how much it costs to train motormen and con- 
ductors and knows also what it would cost to train them 
outside of its own operating system. It is also able to 
estimate with a considerable degree of exactness the 
actual cost of training other employees, either in the 
system as an operating whole or by the aid of outside 
instructors imported to train a new staff and operate the 
plant during the training period. It is also possible to 
determine the cost of reproducing many of the valuable 
records possessed by the company, or the cost of 
creating them in the first instance. These costs were 
not presented by the company as the final measure of 
value but as a minimum value, since it is obvious that 
a sensible operator could not be persuaded to destroy a 
record by merely paying him the cost of its reproduc- 
tion, or to dismiss an experienced employee by merely 
paying the cost of training his successor. 

On the other hand, it is possible to throw light upon 
the value of records or of experience by estimates of 
the increased cost of doing business without them. 
This increased cost per annum, capitalized at a fair 
rate of return, gives a sum which is undoubtedly 
greater than the value of the record or the experience, 
but it indicates, nevertheless, the magnitude and the 
importance of the element that is under considera- 
tion. 

The company holds that going value, if existent, is 
the property of the company without regard to the 
question of whether the expense of creating it had been 
paid for as an operating cost. It recognized the fact, 
however, that in addition to the legal claim to going 
value the company has a still stronger equitable claim 
in those cases where the net return from operation 
during the period when going value was being devel- 
oped has been less than a fair return. For this reason 


*A limited number of copies of this brief are available for 
distribution to those interested.—W. H. M. 
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the company presented a statement showing the short- 
age of fair return below 6 per cent from the time of 
the consolidation in 1899 to 1916, and below 8 per cent 
from 1916 to the date of the valuation. This computa- 
tion of shortage of income below fair return was not 
presented as proof of going value, but merely to 
strengthen the right of the company to claim going 
value by showing that the actual cost of creating it was 
borne by the stockholders and not by the public, even 
although it was charged to operating cost. 

Limiting its claim to an amount equal to the short- 
age of fair return, the company thought if necessary 
only to establish minimum cost of creating going value 
rather than the higher figures which might have been 
shown by a consideration of the savings in operation 
and the increase in income due to the possession of 
going value. The company therefore submitted testi- 
mony indicating that breaking in a new organization, 
acquiring local experience, building the necessary 
records, developing the necessary schedules and meet- 
ing such realignment of property and method as might 
be necessary would cover a period of four or five years, 
and that the cost (in increased expense and decreased 
revenue) necessarily involyed would amount to about 
$6,500,000; that the supersessions which would be 
involved in adjusting a street railway system of this 
size to local conditions would reasonably be estimated 
at about $3,000,000, making a total for these items of 
$9,500,000. 

Under, the head of the development of traffic the com- 
pany filed detailed maps showing the condition of the 
residential area surrounding the city of Baltimore as 
it stood just before the introduction of cable or electric 
lines and the same territory as it is today. The con- 
trast was extremely striking and fully explained why 
these same areas in the period from 1899 to 1911 
showed a constantly and steadily increasing traffic and 
a constantly increasing net return over and above oper- 
ating expenses, taxes and depreciation. Measuring the 
stabilized return finally received from the lines serving 
these suburban areas against the total returns during 
the development period, the company had a very fair 
measure of the cost of developing these areas, amount- 
ing to $7,000,000. 

The total for these four elements is $16,500,000. The 
shortage in fair return, above referred to, amounted to 
$16,000,000. The company therefore presented a claim 
for going value of $16,000,000. 


RIGHTS-OF-WAY 


A peculiar situation exists in Maryland with regard 
to the rights of a street car company in the streets. 
The original franchises granted in Baltimore City 
were for a period of fifteen years, renewable auto- 
matically for additional periods of fifteen years unless 
the municipality gave notice of its desire to purchase 
the property, and the act incorporating the original 
company provided that in event of such a purchase the 
city should buy all the property, including the fran- 
chises, at a fair value. Many of the franchises for 
‘operation on streets now in the city limits were granted 
originally by Baltimore County before the territory in 
question was annexed to Baltimore City, and these 
franchises were, almost without exception, perpetual 
franchises without any reserved right of repossession. 
Subsequent franchises granted by the city are of vari- 
ous types, but a very high percentage of the total 
right-of-way is of one or the other of the above types. 
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.A few years after the consolidation of the various | 


street railway companies into the United Railways a 
general attempt was made in Baltimore to increase the 
taxable basis of the city by including the street rights 
of the various public service corporations.. The natural 
method would have been to place a value upon the 
franchises, but one peculiarity of the Maryland taxing 
system is that the personal property of a corporation 
is not. assessed by the local authorities in each munic- 
ipality or county, but by a state board. The local 
board could not assess franchises and the state board 
did not. The local board therefore set up a distinction 
between a franchise and an easement, claiming that a 
franchise is the mere intangible right to lay tracks in 
the street and, as such, admittedly personal property, 
but that when a company had once laid tracks in the 
street and started to run cars on them, or laid gas 
mains in the street and started to supply gas through 
them, it acquired, in addition to the intangible right 
known as the franchise, a tangible interest in the land 
known as an easement. 

The matter was carried in three separate cases to the 
Court of Appeals of Maryland, the court of last resort 
in the state, and in every case the contention of the 
local taxing body was upheld. The law is therefore 
clearly established in Maryland that in addition to its 
intangible or personal franchise rights a public utility 
utilizing space in the city streets possesses a definite 
interest in reak estate called an easement, classed by 
the Court of Appeals as property, as valuable property, 
and as subject to taxation. 

The company therefore claimed a value for its ease- 
ments based on the facts that they were not origin- 
ally given to the company, but were in exchange for a 
valuable consideration; that the original contract pro- 
vided that they should not be taken except by payment 
of the value at the time of taking; that their value 
figured largely in the price paid to the constituent 
roads at the time of the consolidation; that they had 
definitely been passed upon by the Court of Appeals 
of the State of Maryland as an interest in real estate, 
and that they had been the subject of taxation as real 
estate. 

The valuation of the easements of the company was 
based, upon the same general method as that used by 
the city of Baltimore in valuing easements for taxa- 
tion purposes, and the total value for easements and 
private rights-of-way amounted to between $18,000,000 
and $19,000,000. 


DEPRECIATION 


Tho company took the position that the investment 
to be considered as evidence of present value is the 
total unamortized investment, and that no deduction 
should be made from it for depreciation unless the 
inventory of property included property purchased out 
of a depreciation reserve contributed by the public in 
excess of a fair return. But in considering reproduc- 
tion cost as evidence of present value, the actual phys- 
ical condition of the property may properly be taken 
into account. For this reason the company presented 


detailed studies of the per cent condition of its prop- 


erty. The commission staff presented studies of per 
cent condition on certain schedules, but on others 
attempted to determine depreciation either by the 
straight line average life basis or by a combination of 
average life studies plus inspection. ‘The total allow- 
ance for per cent condition shown by the company 
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amounted to about $6,500,000; the total depreciation 
claimed by the commission staff to $12,500,000. 


PRESENT VALUE 


The company took the following position as to 
present value: = i 

1. That there is no definite and formal measure of 
present value. 

2. That original cost is not indicative of value unless 
it has been incurred within a relatively recent period 
or at least within a period over which there has been 
relatively small change in unit costs of labor and 
material. 

8. That the par value of securities is not in gen- 
eral an index of present-day value. 

4, That the market value of securities, while in some 
cases it indicates the collective business judgment as 
to the total value of the property, tangible and 
intangible, of a corporation, is not such an index at 
this time when the market value of securities issued 


in the pre-war period is depressed on account of their 


low rate of return. 
5. That reproduction cost is not necessarily a meas- 
ure of present value, since a building or a piece of 


_ machinery may not be suited for its purpose, may not 


be properly located, or may hot have been maintained 
in proper condition. nt 

6. That whenever a piece of property is well adapted 
for its purpose and is serving an essential use (so that 
if it were non-existent some one else would be compelled 
practically to duplicate it) its present value differs 
little, if any, from its reproduction cost less such sum 
as may be necessary to put it in first-class operating 
condition. 

The sum total of reproduction cost of used and use- 
ful property plus easements and going value presented 
by the company to the commission amounted to $113,- 
000,000. The company offered no direct evidence as 
to present fair value except the testimony of its presi- 
dent that the present fair value of this property was 
at least $85,000,000. 

The case is in the hands of the commission, which has 
not yet handed down an opinion. A tabulation of the 
comparative values found by the Public Service Com- 
mission staff and those presented by the company 
is given on page 71. 


Oil-Electric Locomotive for 


Long Island Railroad 


This Equipment Is Intended to Supplement Electric 


and Steam Equipment Now’ in Service and May Be 
Operated Over Electrified Sections of the Road 


OR switching service in its Bushwick terminal the 
Long Island Railroad has just purchased a 100-ton 
oil-electric locomotive. This locomotive has_a steel box- 
type cab with platform carried on two four-wheel 


Swivel trucks. The cab is divided into three compart- 


; GENERAL DIMENSIONS OF THE LONG ISLAND 
OIL-ELECTRIC LOCOMOTIVE 


UPA UII NATIS QOUATAUICILES e354 nor ica oe eo cok die seas saya eee ecy es 45 ft. 10 in. 
Sa Re iE ORONO A INE Gr a aay ies: cbs s205e ale s/c/s is > cue ee \o70 a 2 gets als ee he 40 ft. 
WR OT AIAEOE 5.55 oie eis oc boo cde ee eee 13. ft7:94 in. 
NR Pc Sores cle a sic g eo6) vig) ole) e'aree gasp ,5 boy 08 wee aie 10 ft. 
Sie ANA IRCMEET ENTO BeD ete otetes Fifelio aka) oes: Casele: +e) sjaie as wots cols ale 6 9 ft. 4 in. 
PEOURR WMCCLDASC ogg cere. s sie esisie vie eee pe Reine Suen A. oF one 86 ft. 2 in. 
SO ESSN 2) Sf Se en re ae 7 ft. 2 in. 
PUR OUOSEUNG ice cise seco es nee rie tee tte a ee teense 200,000 Ib. 
MUP DOP UCTE VINE ARTO ©. cin cighlcsvs.e ee ee cs cos toe aiels eae 50,000 Ib 


ments, the central compartment containing the power 
plant and control apparatus, and the two end compart- 
ments for the operator. 

The oil engine is furnished by the Ingersoll-Rand 
Company, the mechanical parts by the American Loco- 
motive Company, and the electrical parts by the General 
Electric Company. -Two oil engines are used. These 
are of the six-cylinder vertical four-cycle type with 
pistons of 10-in. diameter and 12-in. stroke. Each 
develops about 300 hp. at 600 r.pm. Direct-connected 
to each oil engine is a six-pole, 600 r.p.m., direct-cur- 
rent, compound-wound, commutating-pole generator. A 
four-pole, 60-volt generator is also mounted on the same 
shaft as the main generator and serves to excite the 
field winding. A 32-volt storage battery supplies cur- 
rent for the exciter fields at low speed. 

Four direct-current series motors of railway type 
G.E.-69-C are used for driving. The gearing provides 
a maximum allowable locomotive speed of 30 m.p.h. 
The control equipment is entirely automatic. With the 
differential winding of the generator the output in 


Outline of 100-Ton Oil-Electric Locomotive to Be Operated in 
Switching Service by the Long Island Railroad 


amperes and volts automatically adjusts itself to meet 
the requirements of the service and the power delivered 
by the engine. The only operating handle is the 
throttle that controls the output of the engine. An elec- 
tric switch handle determines the connection of the 
motors in series or in parallel and for forward and 
reverse movement. No rheostats are used. 

After the series parallel switch has been set for 
either forward or backward movement the throttle 
handle determines the power delivered by the engine. 
The generators and motors transmit that power to the 
driving wheels, automatically adjusting the proportion 
of tractive effort and speed to the load on the locomo- 
tive, and automatically changing these proportions to 
suit the varying requirements of acceleration or grade. 

Auxiliary equipment includes a_  gasoline-engine- 
driven air compressor; three high-pressure air storage 
tanks, to be used for starting the oil engines; a water 
heater and expansion chamber to prevent the cooling 
water from freezing when the engines are not operat- 
ing and for heating the operator’s compartment; four 
fin-type radiators on the roof for cooling water from 
the engines; exhaust pipes and coolers on each oil 
engine and water tanks in the cab, into which the 
water may be drained in the winter when the locomo- 
tive is idle. Some of the general dimensions of the 
locomotive are given in an accompanying table. 


Seven tower wagons of the line department of the Los 
Angeles Railway, Los Angeles, Cal., are being wired in 
the battery shop of the garage so that the red warning 
lights will be illuminated with electricity from the truck 
battery. Previously, red lanterns have been put on the 
towers at night. 
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« Journal's” Analysis of Coffin Prize 
Presentation Commended 


EASTERN MASSACHUSETTS STREET RAILWAY 
CHELSEA, MASS., Dec. 1, 1925. 


To the Editor: 

The JOURNAL is to be congratulated on the excellent 
manner in which analysis has been made of the briefs 
of competing electric railways for the 1925 Coffin prize. 

Each one of the briefs submitted undoubtedly dealt 
in detail with a great many important problems, and 
it is practically impossible for the industry as a 
whole to study all of the complete briefs. It is there- 
fore refreshing for busy executives to gather from the 
pages of the JOURNAL knowledge of outstanding accom- 
plishments in each of the six principal subdivisions 
upon which the award of the Charles A. Coffin Gold 
Medal was made. 

To the mechanical man interest, of course, centers 
on economies in operation, and methods and practices 
outlined in such orderly fashion are sure to spur us 
on to even greater efforts. A single thought frequently 
serves as the basis for substantial monetary savings 
when applied to our own particular situation. 

To the creators of the Charles A. Coffin Foundation 
great credit is due. They have inspired electric rail- 
way operators to put forth increasingly progressive 
achievements. The widespread publication of results 
of individual and combined accomplishments of the 
several competing companies is of almost equal impor- 
tance to the industry as a whole. It is largely through 
this means that the rank and file of the industry can 
absorb valuable suggestions and promptly proceed to 
apply such new practices in their efforts better to serve 


transportation. W. C. Bout, 
Superintendent Rolling Stock and Shops. 


Motorman or Locomotive Engineer 


MILWAUKIE, ORE., Jan. 2, 1926 
To the Editor: 

Interurban electric railways as a rule have sprung 
from street car systems. In certain respects this has 
been a handicap. Interurban operators are beginning 
to realize that it pays nowadays to get away from street 
railway ideas. In other words, they are copying steam 
road practices. 

This brings up the subject of motormen. What is 
a motorman? Ask that question of a dozen people 
and probably every one would answer: a man who oper- 
ates a street car. The word motorman has been asso- 
ciated with street cars so long that the general public 
thinks of only such men as operate street cars. 

If an interurban electric railway dresses up a man 
in a blue uniform and a cap with the word “motorman” 
attached and places him at the controller a kind of 
stigma seems to hang over the railroad because of the 
street car idea. Why not throw away those blue uni- 
forms and motorman badges? Allow the motorman to 
wear overalls and jumpers and place badges on their 
caps reading “engineer” or “electric locomotive engi- 
neer” instead of “motorman.” It is not necessary to 
hire steam locomotive engineers to do this. Interurban 
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motormen today operate equipment that entitles them 
to the title “engineer.” The fact that trains are oper- 
ated by electricity should not be taken as an excuse to 
classify engineers as motormen. ; 

Perhaps interurban operators hesitate to allow their 
motormen to be called engineers because of the wage 
question. Every motorman in heavy interurban service 
knows that the responsibility of a locomotive engineer 
rests upon his shoulders. He is not fooled by placing 
a motorman’s badge on his cap. The Brotherhood of 
Locomotive Engineers recognizes motormen in heavy 
service as engineers and accepts them into its organ- 
ization. The title “motorman” is not recognized. Most 
electric railroads pay their trainmen all they are 
financially able to pay, and the name “engineer” could 
not have any bearing on wages. 

On the Pacific Coast there are four interurban electric 
roads that give the title of “engineer” to their motormen. 
On three of the roads the motormen wear “engineer” 
badges. The public never makes the mistake of refer- 
ring to such roads as street car lines. In fact, they are 
known as railroads; even the word interurban is more 
or less conspicuous by its absence. 3 

GEORGE W. BooTtH, 


_Electric Locomotive Engineer. 


Railway Assists in Community Drive 
in Baltimore 


HE United Railways & Electric Company, Balti- 

more, Md., recently had its conductors and motor- 
men take an active part in a campaign being conducted 
to raise the Community Fund, a drive held to enable 
29 various agencies to carry on their relief and welfare 
work during the coming year. The company itself gave 
$6,000 to the fund and the employees gave $7,800. But 
in addition officials of the company arranged to have 
the car crews perform an important task. On one day > 
during the campaign more than 1,000 conductors and 
motormen distributed 100,000 subscription cards to 
passengers, making it easier for them to give and also 
bringing the fund forcibly to their attention. The work 
was done between 9 a.m. and 3:30 p.m. As each pas- 
senger passed the conductor one of the subscription 
cards was presented. In cases where the conductors’ 
work was too heavy for them to give attention to the 
task the cards were distributed by the motormen as 
the passengers alighted. 


Fire Gong at Railway Clubroom* 


IRE protection is assisted in a novel way in El 

Paso, Tex. A fire alarm gong, connected to the 
city fire alarm system, has been installed in the club- 
room of the El Paso Electric Railway. Any fire call 
turned in from any point in the city is thus announced 
to the dispatcher on duty, who immediately calls the 
inspector of the division from which the alarm came 
and tells him the location of the fire. In this way the 
inspector is able immediately to investigate and call out 
hose jumpers and other equipment necessary to keep 
the cars in operation without interruption to service. 
The installation of this gong has enabled the railway 
to maintain regular headways and avoid delays in cases 
of fire. 


*This article is based on material included in the brief sub- 
mitted to the Charles A. Coffin Prize Committee of the American 
Electric Railway Association by the company named. 
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Association News & Discussions 


C.E.R.A. Annual Meeting 
at Indianapolis 


N THURSDAY and Friday, Jan. 
28 and 29, ‘the Central Electric 
Railway Association will hold its an- 
nual meeting at the Lincoln Hotel, In- 
dianapolis, Ind. The session will be 
opened Thursday at 9:30 a.m. by the 
presidential address of Frank R. Coates, 
president of the association and presi- 
dent of the American Electric Railway 
Association. 
The following program will be pre- 
sented after the president’s address: 


Morning Session 


“Blectric Railways, Now and iin the 
Future,”’ by Britton I. Budd, president Chi- 
cago, North Shore & Milwaukee Railroad. 

“Economic Trends of Interurban and Bus 
Service,” by R. H. Pinkley, assistant gen- 
eral manager Milwaukee Electric Railway 
& Light Company. : 

Discussion by A. C. Blinn, vice-president 
and general manager Northern Ohio Trac- 
tion & Light Company; R. N. Graham, 
manager of railways  Pennsylvania-Ohio 
Electric Company; R. R. Smith, vice-presi- 
dent and general manager Chicago, South 
Bend & Northern Indiana Railway. 


Afternoon Session 

“Economics of Modern Cars,” by Charles 
Gordon, assistant vice-president McGraw- 
Hill Company. 

Discussion. 

“Winning of Public Good Will,” by L. J. 
DeLamarter, president and general man- 
ager Grand Rapids Railway. 


Discussion. % 
Report on Work of Master Mechanics’ 
Association, by T. H. Nicholl, president 


Central Electric Railway Master Mechan- 
ics’ Association. 

Discussion. 

Demonstration of Foremen’s Conference, 
by Henry H. Norris, educational adviser 
Boston Elevated Railway. 


Adjournment. 
Evening Session 
Annual Dinner — Indianapolis Athletic 


Club—Informal. 

Address by Lucius S. Storrs, managing 
director American Electric Railway Asso- 
ciation. 

“Some Hoosier Philosophy,” by W. W. 
Herschell. 

Friday Morning Session 


Report of secretary-treasurer. 

Address by Miss Helen E. Steiner, direc- 
tor of public relations Ohio Public Service 
Company. 

Blection and installation of officers. 


Speakers at New York 
Association Meeting Announced 


ILLIAM F. STANTON, secretary 
of the New York Electric Rail- 
way Association, sends word that the 
paper on motor bus operation aud auto- 
mobile competition, for which the author 
was not announced in the program for 
the convention on Jan. 27 published last 
week, will be by Ernest A. Murphy, gen- 
eral manager United Traction Company 
of Albany. 
_ The title of the paper, mentioned in 
‘last week’s issue, to be presented by a 
representative of the Cleveland Rail- 
way at the convention, is “Economical 
Practices of the Cleveland Railway.” 
It will be presented by Charles H. 
Clark, engineer maintenance of way, 
and will include the exhibit of six reels 
of moving pictures showing economical 


practices, particularly in track con- 
struction, followed by the company. 

It is possible now to give the third 
speaker at the banquet in the evening. 
This is Strickland Gillilan, who has a 
wide reputation for witty after-dinner 
speaking. 

The convention, as already announced, 
will be held at the Hotel Commodore, 
New York, on Wednesday, Jan. 27. 


Paper on American Transport 
Situation Published in England 


PAPER by Walter Jackson, Mount 
Vernon, N. Y., on “Electric and 
Petrol Transport of Passengers in 
America” was read before the Institute 
of Transport, London, England, on Oct. 
20, 1925, and recently reprinted from 
the journal of that society. 


merican 
Association News 


Cleveland a Possibility for 
Next Convention 

LEVELAND, Ohio, is under con- 

sideration by the committee on loca- 


tion for the next convention of the 
American Electric Railway Association, 


COMING MEETINGS 


OF 


Electric Railway and 
Allied Associations 


Jan. 7-15 = Kentucky Association 
of Public Utilities, Annual Meeting, 
Brown Hotel, Louisville, Ky. 

Jan. 20-21—Central Electric Traf- 
fic Association, Miami Hotel, Day- 
ton, Ohio. 

Jan. 22-23—Central Electric Rail- 
way Accountants’ Association, 
Miami Hotel, Dayton, Ohio. 

Jan. 26-29—Society of Automotive 
Engineers, Annual Meeting, Detroit, 
Mich. 

Jan. 27—New York Electric Rail- 
way Association, Hotel Commodore, 
New York, N. Y. 

Jan. 28-29—Central Electric Rail- 
way Association, Lincoln Hotel, 
Indianapolis, Ind. 

Feb. 11—Central Electric Railway 
Master Mechanics’ Association, 
Portage Hotel, Akron, Ohio. 

Feb.24.26—Electric Railway Asso- 
ciation of Equipment Men, Mobile, 
Ala. ; 

April 13-16—Southwestern Public 
Service Association, Galveston, Tex. 


' 


which is tentatively scheduled for next 
October. The city has excellent facil- 
ities for the purpose. The auditorium 
is well known as the place where the 
Republican national convention was 
held in 1924. It has two floors avail- 
able for exhibit purposes, each with 
about 25,000 sq.ft., or a total space of 
50,000 sq.ft. The appointments of the 
building are excellent. It was designed 
for exhibitions and is supplied with 
all facilities, including steam, gas and 
electricity. The lighting effect of the 
auditorium is considered one of the fin- 
est in this country. 

Directly across the street is the 
armory, which also has about 50,000 
sq.ft. It is suitable for the display of 
heavy machinery and equipment. To- 
gether the space available would be 
about the same as that used last year at 
Atlantic City. 

Hotel accommodations are said to be 
excellent. Furthermore, Cleveland is 
within easy reach of the great Middle 
Western territory, which includes a 
large proportion of the electric railway 
and bus operations of the country. 

Several members of the committee 
on location visited Cleveland yesterday 
in order to inspect the facilities avail- 
able and determine whether it would 
meet the needs of the association. 
These included Chairman C. E. Morgan, 
Executive Secretary J. W. Welsh, Di- 
rector of Exhibits F..C. J.. Dell, J. H. 
Alexander, Morris Buck, H. J. Kenfield, 
J. C. McQuiston, W. C. Parker, A. L. 
Price, A. M. Robinson, and L. W. 
Shugg. 


Industrial Education as 
Applied to Rubber — 
Manufacturing” 
By C. S. CHING 


Manager of Industrial Relations, 
United States Rubber Company 
HE question of training and edu- 
cating employees is a mighty in- 
teresting one. Especially is this so to 
me in my present field of activity. It 
is just as important to us in the manu- 
facturing industry as it is to the public 
utility. In my present connection with 
the United States Rubber Company, we 
have gone through various stages of 
educational work. We have gone 
through the stage of exposing people 
to certain educational courses and hop- 
ing that some of it would stick, but it 
doesn’t work. And please don’t think 
that I am criticising or commenting on 
anything that has been said here to- 
night, because I think that what we 
have just heard is a splendid exposi- 
tion of educational work as applied to 
public utilities. 
I am going to relate some of our own 


*Abstract of paper presented at meeting 
of Metropolitan Section, American Hlectric 
Railway Association, held in New York, 
Dec. 11, 1925. 
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experiences. We have gone through a 
further stage of “bringing up father,” 
in educating foremen not knowing how 
to go about it. We spent at one time 
approximately $75,000 in buying educa- 
tional courses and exposing our fore- 
men to them. 

We then went into educational work 
on our own account, and the greatest 
success we had in training supervisory 
forces was in getting the people in a 
particular plant under the supervision 
of a man who knew how to prepare and 
write an article on a specific thing, 
and then after presentation of a given 
subject to have a lively discussion. 

Please keep in mind that our prob- 
lem is slightly different from yours, be- 
cause we operate 53 factories in va- 
rious parts of the country, some of 
them having 150 employees and some 
of them having 5,000. At the present 
time we maintain regular schools for 
the training of operators in nearly all 
factories. The school is apart from 
any other activity in the factory. The 
plan of our training is of course to 
train the operators to do better their 
particular jobs, but also to give them 
some instruction pertaining to the 
policy of the company, its problems 
and its aims. However, to my mind 
none of our educational courses is go- 
ing to be worth anything without our 
having what Mr. Hass described here a 
minute ago as the proper relationship 
between the company and the employee. 

We have done considerable recruiting 
of college men in our industry. We 
have done a great deal of it in the 
past and went too far with it. Now 
it may have been our fault, it may have 
been the fault of the organization of 
American industry, it may have been 
the fault of the man himself, or it may 
have been the fault of college training; 
but we did discover, after a while, that 
you can’t have too many racehorses on 
a farm. 

We found that we were getting too 
many college men into our factories 
without sufficient opportunity for those 
men, and believe me, you can have one 
real nice party when you get about 
35 or 40 college men in a plant for 
about a year and a half and have no 
place to which to promote them. I 
don’t know what we are going to do 
with all of the college men in the 
future or where there are going to be 
places for all of them in American in- 
dustry. However, I do know this, that 
the average college man is not willing 
to look forward to a foreman’s job in 
a rubber factory. If he does and he is 
satisfied with that, there is something 
wrong with him or his education. 

We have college men as managers of 
our technical departments, and central 
laboratories, as chemists and in our 
selling departments. However, in the 
actual process of manufacturing rub- 
ber we found that we were overrun 
with college men and were worried to 
know what to do with them. 

We have, I think, too much of a 
habit of striking a line and saying that 
all of the intelligence is above and all 
of the brawn below. There are a lot 
of people here tonight who have their 
present jobs because they were damn 
lucky, and there are just as good men 
as I am operating street cars in Boston 
today at the front end of the car. 
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Turning to our own operations, it is 
interesting to note that 94 per cent of 
our payroll is distributed in piecework. 
It is evident that a large part of our 
business is the manufacturing process. 

After several lectures at Dartmouth 
last year, I had a talk with Harry 
Wellman, who is in charge of voca- 
tional training, and I asked what was 
the trouble with industry or with the 
university that we can’t seem to get 
together. Mr. Wellman’s answer was, 
“T’1] tell you the trouble—the trouble is 
that you do too damn much coddling.” 
Now there you have the opinion of a 
man who has been in industry and who 
is now in a college. 

One thing that we are doing that 
helps our industrial situation is to take 
the mystery out of business. There 
wasn’t any mystery in it to begin with, 
but a lot of people thought so. The 
company takes its operating state- 
ments, analyzes them, pares them down 
to their elements, and explains them in 
the light of each department’s activities. 
Every workman knows in simplified 
terms what the company is doing ‘and 
the relation of his work to the com- 
pany. 

We have a system in one of our 
plants which is one of the most-effec- 
tive I know of, whereby every day a 
record of each individual department, 
together with a complete record of the 
production of the plant, is put on the 
blackboard every morning by the fore- 
man, and everybody watches it and 
notes the percentage of waste. We dis- 
play everything we possibly can relat- 
ing to the operation and to the cost 
of production in dollars and cents. In 
one department the mere posting of 
the amount of waste of one expensive 
material resulted in a marked decrease 
in this waste the following week. 

Now I believe our big task is to try 
to convince our ewn people of the prob- 
lem at hand. It is becoming more and 
more a problem for American industry 
how to best utilize the man from the 
neck up and not the rest of him. If we 
are going to get anywhere in our indus- 
tries that is what we have to do. We 
must make the machine and power ac- 
complish our manufacturing, and man- 
power should be used to build the ma- 
chine and to guide its work. 


Promotional Work as Prac- 
ticed by the Brooklyn 
Edison Company~ 


R. V. RICKCoRD 

Manager Personnel Service Department, 

Brooklyn Edison Company 
Me of us who have been in con- 
tact with public utilities for any 
length of time, and certainly with men 
like Matthew F. Sloan, Henry L. Do- 
herty and Mr. Menden and a few other 
big men, cannot be in their presence 
very long without feeling that terrific 
driving spirit of service. Only by close 
contact with these men is the realiza- 
tion driven home that the giving of 
high-grade service is a serious prob- 
lem and requires tremendous effort all 

the time to accomplish results. 


*Abstract of paper presented at meeting 
of Metropolitan Section, American Electric 
Railway Association, held in New York, 
Dec. 11, 1925. 
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An important aid in the development 
of employees capable of furnishing the 
high standard of service required by 
these leaders is the diversified educa- 
tional work practiced: by many com- 
panies. 

In the promotional and educational 
work conducted among our employees 
the clerical and sales employees are 
enabled to take the commercial courses 
and the technical employees the tech- 
nical subjects, and the trade employees 
have available certain technical classes 
in addition to the training offered to 
develop skill in the trade itself. For 
instance, we have a school for linemen, 
another for cable splicers and still an- 
other for meter testers. For super- 
visors of various departments we 
have a complete course of conferences. 
In order to train new employees we 
have a course for cadet engineers in 
which we give specific, properly super- 
vised work in the several departments 
of the company and a certain amount 
of specific research work accompanied 
by periodic lectures on the latest devel- 
opments in the company. 

To augument the work of the tech- 
nical employees and the cadet .engi- 
neers, the.company has constructed and 
has~ maintained extensive laboratories 
equipped with different kinds of ma- 
chines in which series of tests are made 
in many ways similar to the electrical 
laboratories maintained in the univer- 
sities. An attempt is always made to 
emphasize the practical application of 
the technical subjects as they affect the 
specific work of our company. 

[Note—The paper was well illus- 
trated by a number of slides showing 
the organization of the educational 
work, the class rooms and laboratories. 
—EDITOR. | 


Special Reports Available 


OLLOWING is a list of special 

reports that have been prepared by 
the bureau of information and service 
of the American Electric Railway Asso- 
ciation. These reports are available to 
member companies upon request: 


Bulletin No. 59. Wages of Employees 
Other Than the Trainmen. Gives for about 
225 companies a classification of employees 
and the wages paid each class in the shop, 
barn, way and structures, power, overhead 
line and storage departments. Also shows 
the number of hours worked weekly, the 
average weekly wages earned, 
rates, and number of employees in each 
department. ‘ 

Bulletin No. 60. Electric Railway Financ- 
ing in 1925. <A list of new securities issued 
in 1925 showing the type of securities, the 
amount issued, the surety date, interest 
rate and offering price. The bulletin also 
contains a summary of securities defaulted, 
retired or refunded during the year, the 
securities of companies abandoned, and a 
statement of the net change of electric rail- 
way capitalization during the year. 

Bulletin No. 61. Trend of Material Prices. 
A new edition of the association’s compila- 
tion bringing down to date the trend of 
prices of materials used by electric rail- 
ways as furnishéd by the manufacturers 
of those materials. 

Bulletin No, 62. Electric Railway Fares 
in Cities Over 25,000 Population. Gives a 
brief record of recent fare history in each 
of the American cities of 25,000 population 
or more, arranged alphabetically. It is 
preceded by a summary showing the num- 
ber of these cities operating at each rate 
of fare during the years 1917 to 1925 inclu- 
sive, with a chart showing the distribution 
and trend of fares during the same period. 


In addition to the above, supplements 
to the Fare Bulletin, Wage Bulletin, 
Bus Wage Bulletin and Cost of Living 
Studies (Bulletin No. 63) have been 
prepared bringing them down to date. 
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Maintenance of Equipment 


Filling Cracks in Concrete 
Pavement” 


EVELOPMENT of cracks and 

the subsequent frost action from 
moisture getting into the cracks and 
breaking up the surface of the pave- 
ment is the major trouble expe- 
rienced by the Denver Tramway, 
Denver, Col., in connection with con- 
crete pavement. his class -of 
trouble has been entirely eliminated 
by use of a special method of filling 
in the cracks. Compressed air with 


a nozzle pressure of 80-lb. per square 


inch is used for cleaning out the 
cracks, and the surface is then 
painted with a _ special concrete 
primer paint of a highly penetrating 
nature. The paint consists of a solu- 
tion of asphalt and a light petroleum 
oil. This primer coat dries rapidly 
and as soon as it is dry a hot asphalt 
cf a special nature is poured into the 
cracks. 

Prior to adopting this practice two 
difficulties had been encountered in 
the maintenance of concrete paving. 
The first of these was that it was 
found almost impossible to make any 
asphaltic material that was poured 
into the cracks hot adhere to the 
concrete for any length of time. 
This difficulty was solved by the ap- 


*This article is based on material in- 
cluded in the brief submitted to the Charles 
A. Coffin Prize Committee of the American 
Electric Railway Association by the com- 
pany named. 


plication of the primer paint, which 
bonds the tar or asphalt. The second 
difficulty was from the slight move- 
ment which takes place in the con- 
crete during the winter months. 
This broke the asphaltic material 
filler. This latter difficulty was 
solved by the use of the material 
known as soft Allenite, which re- 
tains its plasticity during extremely 
low temperatures. 

Two men operate the equipment 
for doing this work. The equipment 
consists of a Ford 1-ton truck with 
body, an air compressor and a tar 
kettle. These are all linked up so 
as to move as a unit. 

Such supplies as paint, Allenite, 
kindling wood, red flags, and other 
tools are carried on the 1-ton Ford 
truck. -The air compressor is elec- 
tric-driven, taking current from the 
trolley wire. Hose 150 ft. long with 
a special 4-in. nozzle is used to blow 
dirt out of the cracks. A pyrother- 
mometer is used to determine when 
the Allenite is heated to proper tem- 
perature. 

The same equipment is used also 
on reconstruction work that is to be 
paved, in order to waterproof the 


construction joints on each side of 


the track between the company’s 
paving and that placed by contractors 
for the city. The maintenance of 
joints between the city’s dummy strip 
and the car track concrete has been 
reduced materially by the insertion 


of asphaltic joint filler, which keeps 
the concrete surface from becoming 
abraded as cars pass over the track. 


Night Inspection of 
Trolley Wire* 


EVERAL years ago the North- 

ern Texas Traction Company was: 
having many trolley wire breaks on 
its city lines. In 1921 there were 
313 breaks, or an average of approxi- 
mately one break per day. At times 
there have been as many as twelve 
trolley wire breaks in a single day. 
In an attempt to decrease such inter- 
ruptions to service a system was de- 
vised whereby a line crew would be 
available at night for inspection 
duty. Prior to the inauguration of 
this inspection schedule the night 
crew did nothing but stand by in 
case of trouble. This crew consisted 
of one truck driver and one lineman, 
together with a 1l-ton Ford tower 
truck. 

For the night inspection work a 
spotlight was placed on top of the 
tower. The lineman on this inspec- 
tion truck stayed up on the tower 
while the truck was driven slowly 
under the overhead so that the line- 
man could inspect the hangers, ears, 
sleeves, frogs and trolley wire. Parts. 


*This article is based on material in- 
cluded in the brief submitted to the Charles 
A. Coffin Prize Committee of the American 
Electric Railway Association by the com- 
pany named. 


Electric-Driven Air Compressor Mounted on Ford Truck 
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reported by the night crew were 
repaired by the day line crew. 

After this night inspection was 
undertaken it was found possible for 
the crew to go over the line at least 
once a week. It was left to this crew 
to see that flaws in the overhead were 
reported before a break occurred, and 
if a break occurred soon after an 
inspection had been made it reflected 
on the efficiency of the night. crew. 
As a result of this work the total 
trolley breaks on the entire sys- 
tem of overhead construction have 
steadily decreased from 313 breaks 
in 1921 to six breaks for the first 
six months of 1925. 


Rolling Scaffolds Used for 
Building Maintenance 


NE of the distinctive features 

embodied in the design of the 
recently completed Everett shops of 
the Boston Elevated Railway is the 
large amount of window space. The 
walls of the buildings consist chiefly 
of brick columns with large window 
areas between. Along the entire 
length of the roof of each building 
is a skylight. These large glazed 
areas have created a problem in 
building maintenance because much 
of the sash and glass is not readily 
accessible for painting and repair. 
To solve this problem rolling scaf- 
folds of the type shown in accom- 
panying illustrations have been pro- 
vided. These scaffolds are simple 
iron frameworks supported on 
wheels which follow a track running 
around three sides of the building. 


Scaffold Suspended from Rollers on Overhead Track 
Is Useful in Building Maintenance 


Vol. 67, No. 2 
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Single Brush Cleaner Used by Richmond Light & Railroad to Clean Cane Seats 
When Cars Are Overhauled 


Because the fourth side opens onto 
the transfer table runway and is pro- 
vided with doors for all tracks it has 
small window space and the scaffolds 
are not used there. A somewhat 
similar scaffold has been arranged 
for each skylight. It is expected 
that the time required for repainting 
sash and repairing glass will be 
much reduced as a result of the in- 
stallation of these scaffolds. 


Machine for Cleaning 
Cane Seats 


URING periods of overhauling 

it is very desirable to clean the 
surface of cane seats and backs. The 
Richmond Light & Railroad Com- 
pany, New York, N. Y., has recently 
installed a machine manufactured by 
the Wilson-Imperial Company of 
Newark, N. J., which is illustrated 


in the accompanying view. The cane 
seats and backs when removed are 
moved back and forth on the table 
consisting of a series of rollers and 
the wire brush, which is revolved by 
the motor and cleans the seats with 
the aid ofthe special cleaner sup- 
plied by the manufacturing company. 

The cleaner is placed in a tank 
under pressure and is applied across 
the surface of the brush from the 
pressure tank by means of the pedal. 
When the seat has been cleaned, the 
dirt and surplus cleaner is flushed 
off by turning on the rinsing water 
connection. The excess material falls 
in the tray below and is drained 
away. 

While this material can be used 
by means of a hand brush the capac- 
ity of the machine process is much 
larger, since one man can clean the 
seats of several cars in the course 
of a day. 


Skylight Scaffold Used at Everett Shops of 
Boston Elevated Railway 
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aS 
New Equipment Available 


_ Extremely Sensitive Bond 


Tester Produced 


EVERAL outstanding features 
have been incorporated in a new 
bond tester just announced by the 
Roller-Smith Company, New York, 
N. Y. The new tester is more than 
five times as sensitive as the most 
sensitive instrument hitherto pro- 
duced by the company for this work. 
This enhanced sensibility permits the 
use of a single No. 6 dry cell as the 
source of rail current. 
One of the first essentials in test- 
ing rail bonds is sufficient current in 


New BBT Type Bond Tester 


the rail to actuate the bond tester. 
The method of measurement most 
commonly used is based on a com- 
parison of the drop through the bond 
with the drop across a definite length 
of rail. On busy city lines there is 
usually a sufficient number of cars 
in service to provide the current 
necessary for bond testing, but on 
new construction, on interurban 
lines and at the ends of long lines it 
frequently becomes necessary to 


Used in the Bond Tester. 


make special provisions in order to 
secure the needed rail current. 

Various expedients have been used 
for this purpose, such as a portable 
storage battery, grid and other re- 
sistances, and in some cases special 
cars carrying motor-generator sets. 
All of these have the disadvantage 
that they include extra equipment 
which may be costly to operate and 
rapid testing cannot be made. 

By providing an extremely sensi- 
tive instrument, the difficulty of a 
supply of rail current is overcome 
in the new Roller-Smith bond tester. 
Referring to an accompanying illus- 
tration, which shows the special con- 
tact bar used with the new BBT in- 
strument, it will be noted that the 
dry cell is mounted in a bracket car- 
ried on the upright members. Built- 
in connections run from the dry 
cell to the rail contacts at the ex- 
treme end of the horizontal members. 
A foot-operated push switch is inter- 
posed in the battery circuit, which is 
located just to the side of the up- 
right members. The center rail con- 
tact and one of the adjacent contacts 
span the bond, while the center con- 
tact and the one at the other end 
span 3 ft. of rail. When all is ready, 
the contact bond is dropped on the 
rail and the bar is run back and 
forth a few times so that the saw- 
blade contacts will bite into the rail 
head. The battery switch is then 
depressed with the foot and a read- 
ing is taken. The manually oper- 
ated needle is rotated until the small 
galvanometer needle is at zero. The 
large pointer then indicates the re- 
sistance of the bond direct in units 
of foot of rail length. 

Of course, where the normal rail 
current is adequate, the dry cell need 


> BATTERY 
CONTACT 
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— At Left, the Dry Cell Is Mounted on the Center Upright. In Center, Special Contact Bar 
At Right, Saw-Blade Contacts Bite Into the Rail 


not be used. The latter, however, is 
small in size and does not increase 
the weight materially. 


Portable Pipe-Threading 


Machine 
ESIGNED to meet all pipe- 
threading requirements, but 


with wheel mounting so that it is 
portable, a new power pipe-threading 
machine has been placed on the mar- 
ket by the Chicago Pipethread Ma- 
chine Company, Racine, Wis. The 
machine will thread pipe from # in. 
to 2 in. diameter and can also be 
used to thread rods and bolts. Three 
speeds are obtained through sliding 
gears and lever control. A clutch 
for starting and stopping the ma- 


Pipe-Threading Machine with New Features 


chine is located on the spindle. All 
gears are machine cut and run in oil. 

At the rear of the die head is lo- 
cated the cut-off attachment, which 
is extra heavy. All sliding parts 
are accurately machined and gibbed 
to prevent vibration. The reaming 
tool is mounted on the cut-off block 
and is actuated by turning the handle 
toward the center of the machine 
after the cut. This can be accom- 
plished without changing the loca- 
tion of the die head. 

The spindle is of heavy construc- 
tion with a hole large enough to pass 
the coupling. Chucks are mounted 
on each end, the front chuck being 
equipped with pipe-holding jaws, 
while the rear chuck is only a center- 
ing device for holding long. lengths 
of pipe. Gripping chucks can be 
applied at both ends if desired. The 
spindle runs in large bearings that 
are replaceable when worn. 

An oil pump of the centrifugal 
type is provided which runs at 1,800 
r.p.m. It is located at the lowest 
level of the reservoir. The oil reser- 
voir is located in the pedestal base. 
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Rapid Transit Suggestions 
at Boston 


Recommendations Made to Legislature 
Wants Steam Lines and “L” to 
Co-ordinate Service 


A planning board of which Henry I. 
Harriman is chairman has reported to 
the Massachusetts Legislature on de- 
sired future developments of the rapid 
transit system for Boston. It proposes 
an eventual co-ordination of the Boston 
Elevated Railway with the steam rail- 
roads which enter Boston, but says that 
this calls for’ another year of careful 
study and asks for an extension of time 
to Jani, 192"ex 

For the present the board recom- 
mends that the Chelsea division of the 
Eastern Massachusetts Street Railway 
be added to the Boston Elevated and 
the service given by the Elevated. It 
says that the Elevated should not be re- 
quired to buy it, neither should the 
city of Boston finance it; but the state 
should buy the Chelsea division and 
lease it to the Elevated. 


THREE SPECIFIC RECOMMENDATIONS 


Three specific recommendations along 
this line are made, as follows: 


1. For the acquisition of the Chelsea di- 
vision of the Eastern Massachusetts Street 
Railway by the Boston Hlevated Railway. 

2. For the assessment of betterments in 
connection with future rapid transit ex- 
tensions. 

3. For the construction of rapid transit 
lines outside of the city of Boston by or 
under the supervision of the Department of 
Public Utilities. 


Further the board makes suggestions 
for studies for future extensions of 
rapid transit for Metropolitan Boston. 
Among other things it concludes: 


1. That most of the subways now used 
by trolley cars and the viaduct to Lechmere 
Square should at an early date be equipped 
with trains as parts of through rapid tran- 
sit routes. 

2. That all rapid transit routes should, 
if possible, be through routes without 
dead-end terminals in the heart of the city, 
thus giving a wide distribution of pas- 
sengers in the downtown section and avoid- 
ing excessive congestion at any station. 

3. That new subway stations should have 
a platform length of from 450 ft. to 500 
ft. Such platforms will accommodate either 
a ten-car East Boston Tunnel train or a 
six-car Cambridge Subway train. 

4. That reserved ways in certain avenues 
may properly be used in part for rapid 
transit trains. 

5. That wherever possible rapid transit 
lines should utilize or parallel existing 
steam tracks, thus avoiding expensive sub- 
way construction. k 

6. That terminals of rapid transit lines 
should in most instances be located from 3 
to 4 miles from the State House. Approxi- 
mately half of the population of the metro- 
politan area lives within a 4-mile circle of 
the State House, and the bulk of the 
suburban traffic originating beyond the 4- 
mile limit uses railroad rather than Ele- 
vated service. It will thus be seen that 
if rapid transit terminals are located from 
3 to 4 miles from the State House rapid 
transit service will directly serve a very 
substantial proportion of the city’s popula- 
tion, and the number of passengers who 
must change at terminals will be greatly 
reduced. The Harvard Square and Everett 


terminals are almost exactly 3 miles from 
the State House. The present Forest Hills 
terminal and the new terminal of the Dor- 
chester Subway are or will be about 4 miles 
out. 


7. That wherever it is feasible to do so 
betterments should be assessed upon pri- 
vate property to pay for a part of the cost 
of rapid transit extensions. There can be 
no doubt that rapid transit service adds 
greatly to the value of much nearby prop- 
erty; and this division can see no reason 
why property that is benefited should not 
pay a reasonable betterment assessment 
and thus lessen the financial burden of the 
car rider. 


Ultimately the following rapid tran- 
sit extensions will be needed, according 
to the board: 


1. Out Commonwealth Avenue to the: 
Brighton district. 

2. Out Beacon Street to Brookline. 

3. Out Huntington Avenue to Brookline. 

4. An extension through Lechmere- 
Square and Somerville to North Cambridge.. 

5. An extension from the Everett ter-- 
minal to Malden. 

6. An extension of the present-EHast Bos- 
ton Tunnel to Revere or Chelsea or both,. 

7. Out parallel to the Midland Division: 
to Dorchester. 


New Year Starts Well in Twin Cities 


Patrons in Minneapolis and St. Paul Accept Fare Advance Gracefully—- 
Story of Terms of Settlement Reviewed Briefly— 
Company Has More than 100 Buses 


ESIDENTS of Minneapolis and St. 

Paul met with equanimity the 
higher rate of fare in the Twin Cities 
ordered for Jan. 1, 1926, by the Minne- 
sota Railroad and Warehouse Commis- 
sion. The public and the press alike 
admit that the fare of 8 cents.cash with 
six tokens for 40 cents appears to be 
necessary to return 73 per cent upon 
the valuation as agreed. 

The reason for this reaction is not 
far to seek. After several years the con- 
troversies with the Minneapolis Street 
Railway and the St. Paul City Railway 
are over, the expensive litigation at an 
end’ and employment of experts in valu- 
ation proceedings is stopped. As Presi- 
dent Horace Lowry of the railways has 
said: 

We are now on a cost-of-service basis, 
which is the only way by which the inter- 
ests of the public and the companies can 
be protected and a high state of service 
maintained. ‘ 

St. Paul is well satisfied inasmuch as 
a higher rate would be required in that 
city than in Minneapolis because of the 
difference in cost of operation, amount 
of travel and extra high assessments 
by the city. These assessments, how- 
ever, are likely to be reduced by the 
city upon petition by the railroad and 
upon suggestion by the commission. 
Were the company’s taxes in Minne- 
apolis reduced to a 4 per cent basis of 
gross earnings, as applied to telephone 
companies, the reduction in taxes would 
be $352,000 a year. This would of 
course affect fares favorably. 

Up to and through the war period 
Twin City passengers paid 5 cents flat. 
Later this was raised to 6 cents flat. 
This was changed to 8 cents cash and 
ten tokens for 60 cents by an emer- 


gency order by the commission made’ 


on July 3, and effective Aug. 1 for a 
test of six months. About 10 per cent 
of the passengers have paid 8 cents. 
The commission now finds the estimate 
of the probable number of cash passen- 
gers was wrong. 

Meanwhile, after the question of fare 
determination had reached the federal 


court, a proposal presented by Mr. 
Lowry suggesting a compromise was. 
accepted by both cities. This agree- 
ment took into account the property~ 
valuations made by the commission as 
of Jan. 1, 1925, as a time saver, leaving - 
for future consideration any necessary 
changes to bring these up to date. Ap- 
plication was made to the commission. 
for a permanent rate and on Dec. 22 
that body ordered for both cities a fare- 
effective Jan. 1, 1926, of 8 cents cash,. 
as now, and six tokens for 40 cents. 

The order affecting St. Paul finds the - 
company, on the basis of operating ex-- 
penses for 1925, should have had a fare - 
of 7.14 cents a passenger. 


NEW RATE AVERAGES 6.8 CENTS 


The average new rate of fare is 6.8: 
cents, the average asked by the city~ 
was 6.65 cents and by the company 
6.92 cents. It will be seen that the rate: 
fixed by the commission is between the - 
city and company figures. The com-- 
mission estimated that an average fare: 
of 6.91 cents is needed to return 7% 
per cent on the stipulated valuations 
of $26,787,228 in Minneapolis and $16,- 
196,090 in St. Paul, but the commission - 
says on this point: 

We have the assurance that all the earn-. 
ings of the Twin City Motor Bus Company, 
which, like the railways, is a subsidiary of ~ 
the Twin City Rapid Transit Company, in; 
excess of 7% per cent will be divided be- 
tween the railways of Minneapolis and St. 
Paul. This excess is expected to bring a 
substantial revenue to the car lines. 

Calculations by the commission nec-- 
essarily were made partly upon esti-~ 
mates of operating expenses for the 
two lines to complete the figures for- 
1925. The companies recently increased 
the wages of trainmen and also added 
service at rush hours, which made an 
increase not expected when negotia-- 
tions were begun for the new rate. 

There was a matter of increased” 
freight on coal, which later was ad-- 
justed by the companies. 

Total operating expenses in Minne-- 
apolis before and after taxes for 1925. 
were determined thus: 
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Railway operating expenses esti- < 
mi925 after 1925 Tas aed 


s Biicore ESECH ic os. Petvickis. QoyL09, 987 
arther adjustments for 1926, 
60 additional 1 sae starters 
and inspectors..... JOA ar ckth Evo 66,807 
Increased’ service resent. 459,- 
MMPOGEIUICS 0... ewe jen eee ese 84,134 
Increase of 2 cents an hour per 
PROG Sci es oan eurcnnd - 81,149 
Way and structural equipment 
si nse, adjustments to make 
imate _conform with company 
fmetes for 1926......3-..... 25,187 
Reduction on law and valuation 
ense from aa of $65,599 to 
BNE OO aie lem cus. cece oes ach ONG Wetayeie —15,599 
$5,351,645 
Taxes assignable to railway oper- 
AOR 55 sacs ee Sinvetieaicke ts ate iss) s re 847,675 
Total operating: expenses and 
SSS gid SIS Deen ene $6,199,320 


The tax rate has been increased from 
69.16 to 73.387 per $1,000, assessed val- 
uation increasing the local taxes to be 
paid in 1926 by the company $35,543 
over 1925. This makes the assessment 
against the Minneapolis Street Railway 
10.4 per cent of gross revenues in 1925 
if there is no change in the federal in- 
come tax. The commission says that 
since this percentage of gross revenue 
is 50 per cent greater than the average 
taxes paid by electric railways of the 
United States in 1924, with the $35,543 
increase and local taxes and state taxes 
for 1925, these taxes will be $652,932, 
including federal income tax. This 
amounts to about 8.7 per cent of the 
gross revenues estimated for 1925. 

In regard to the St. Paul case the 
commission said: 

The fare which we have this date fixed, 
which will yield to the Minneapolis Street 
Railway a reasonable return on the fair 
value of the railway property within the 
city of Minneapolis, we therefore fix and 
establish for St. Paul. 

It was expressly stated there should 
be no change in the transfer privileges. 
It was also incorporated in the Minne- 
apolis order that the Fort Snelling 
reservation comes within the one-fare 
limit from Minneapolis. 

Although the Twin City Rapid 
Transit Company, operating the Minne- 
apolis Street Railway and the St. Paul 
City Railway, was permitted in the final 
decision to redeem the outstanding 
tokens Jan. 1, 1926, at 6 cents, the 
company made no announcement of its 
intentions until late Dec. 31, and from 
that time until midnight the conductors 
were swamped with purchasers at the 
old rate. It is estimated the company 
stands to lose $17,000 by this friendly 
act. At least 2,500,000 tokens were 
still out on Jan. 1. Where tokens 
were unavailable patrons were in- 
instructed to pay 6 cents cash fare 
until midnight, the company waiving 
the extra 2 cents cash because it was 
unable to supply the demand. 

Through the dissolving of an injunc- 
tion brought by a stockholder of the 
Minneapolis & St. Paul Bus Line, Inc., 


_ against the sale of that property to the 


Twin City Rapid Transit Company, the 
railway will acquire the remaining in- 
dependent bus line between Minneapolis 
and St. Paul. It operates through the 
‘University and Como Park districts of 
the two cities. This line has twelve 
modern buses. The purchase price is 
reported to be $105,000. Acquisition 
of this bus line will give the railway 
100 buses. 

In addition the Twin City Rapid 
Transit Company operates through a 


subsidiary the Twin City Motor Bus 
line between Minneapolis and St. Paul, 
he American Auto Bus Company line 
between St. Paul and Minneapolis and 
suburbs and the Intercity Transporta- 
tion Company between St. Paul and 
Stillwater. 


What Basis, Fares at Detroit 


The matter of increases in fare at 
Detroit, Mich., has not been formally 
presented to the Street Railway Com- 
mission, but the subject is being studied 
by the commission’s engineers. The 
present rate of fare in Detroit is 6 
cents cash with nine tickets for 50 
cents and an additional charge of 1 
cent for a transfer. Extending service 
to Redford, which has recently been an- 
nexed to Detroit, will call for consider- 
able increase in the length of haul on 
the Grand River car line. 

The questions under consideration 
relate to the adoption of the zone sys- 
tem of charging fares commensurate 
with the length of hauls or keeping the 
fare uniform and raising it to cover the 
increased cost of the longer hauls. The 
justice of raising fares all over the city 
to pay for carrying passengers to the 
newly annexed districts is being con- 
sidered with the alternative of each 
passenger paying for the ride he takes. 

Col. H. U. Wallace, general manager 
of the Department of Street Railways, 
said recently: 


I am certain that, so far as present serv- 
ices are concerned, there will be no in- 
ereases. What we have to do is face the 
question of long haulage to recently an- 
nexed territories, such as Redford. 

We propose to establish a bus service to 
Redford about next June and we have 
under investigation the question whether 
we can make this extension and meet the 
expense out of general revenue; whether 
we should make this individual service self- 
supporting, and whether it would be fair to 
saddle car riders in general with any deficit 
that might be met in operating this service. 
None of these questions has been decided. 

But there will be no increase in fares 
so far as present car riders are concerned. 
On the contrary, the department is plan- 
ning to meet all expenditures, most of 
which should be capital, out of revenue. 
Our budget of next year calls for about 
$1,500,000 outlay, but this will be met by 
earnings. 

We are paying the Detroit United Rail- 
way 25 per cent of our profits to amortize 
its debt. That is a real achievement in 
the history of municipal ownership. ‘In an- 
other six years we shall have fully met that 
obligation and the money then will be avail- 
able for improvements and possibly for fare 
reductions. Our problem is to hang on for 
six years, give adequate service and at 
the same time incur no further obligations. 

That we are aiming to do. We hope to 
take care of maintenance, repairs, sinking 
fund charges and operating expenses out of 
revenue derived from a 6-cent fare. We 
hope to make adequate improvements out 
of the same revenue. If we can do this for 
the next six years we shall have made the 
department pay for itself. After that we 
shall be free to improve the service con- 
siderably and possibly reduce fares. 


Mr. Storrs Outlines Progress 


for the Press 


Lucius S. Storrs, managing director 
of the American Electric Railway As- 
sociation, says that 1925 was marked 
by distinct progress in the local trans- 
portation industry. In a _ statement 
which he made to the daily press in the 
interest of the industry Mr. Storrs 
said electric car and bus service is 
being rapidly co-ordinated under single 
managements in most communities, 
electric lines are being modernized, 
credit is being slowly restored, and the 
public, realizing the necessity for good 


common carrier service under respon- 
sible electric railway agencies, is show- 
ing an increasing desire to work with 
local managements in solving current 
problems. 

He explained that the initial efforts 
of the Advisory Council have been 
directed toward effecting sensible co- 
ordination and modernizing properties 
and thus improving credit. Useless 
competition, resulting in duplicated 
service and doubled and tripled fares, 
is being supplanted by community-wide 
service under single managements oper- 
ating economically. More than 250 
electric railways now are operating bus 
service with some 5,000 vehicles over 
about 12,000 miles of route. This rep- 
resents an increase over 1924 of 80 
operating companies, a doubled number 
of buses and tripled miles of service. 
Mr. Storrs explained that the impor- 
tance of this changed situation is not 
so much in miles of added service as in 
the recognition of managements that 
they no longer are merely rail oper- 
ators, but general transportation 
agencies ready to render service by any 
useful vehicle the public demands. 

The local transportation situation as 
leaders see it was summarized by Mr. 


Storrs as follows: 

A demand for good transportation, both 
by electric car and motor carriers, exists. 
It is the duty of electric railway companies, 
as the oldest and most reliable transporta- 
tion agencies, to supply this transportation. 
They will supply it with the most modern 
equipment as rapidly as possible. 


Franchise Negotiations at 
Richmond Halted 


Luke C. Bradley, president of the 
Virginia Electric & Power Company, 
Richmond, Va., expressed regret at the 
present halt in negotiations to obtain 
a blanket traction franchise because of 
provisions required of the company by 
the streets committee of the City Coun- 
cil. "He regards the terms sought to 
be imposed as excessive. -The commit- 
tee proposed to recommend a 5 per 
cent tax on gross receipts and the re- 
moval of toll charges on the company’s 
viaducts, but sought to require the com- 
pany to continue paving between tracks. 
Mr. Bradley said: 


We do not feel that it is fair to the com- 
pany nor to the car rider that the city 
impose on them over and above what it im- 
poses on any other individual or corpora- 
tion a gross earnings tax, which can tend 
only to stifle a proper expansion of Rich- 
mond’s transportation facilities and make 
the cost of fares to the car rider more 
expensive. 


No Jitneys in Savannah 


There are no more jitneys now in 
the city of Savannah, Ga. The one 
remaining line there ceased operat- 
ing on Dec. 31, 1925. The regulatory 
ordinance passed in May designated 
Oct. 1 as the last day the jitneys would 
operate. The jitney people took this 
matter to the courts and they were 
allowed under a temporary injunction 
to operate until their 1925 licenses ex- 
pired. The city took the matter to the 
Supreme Court of Georgia hoping to 
get a decision before the year was out. 
However, the Supreme Court has up 
to this time handed down no decision. 
The theory as to their right to operate 
the balance of the year was confined to 
their licenses having been issued for 
the full year. The licenses, however, 
have now expired. 
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Transportation Committees of 
Springfield and Worcester Meet 


Two joint committees, composed of 
civic representatives, officials of the 
Springfield and Worcester properties, 
and representatives of the New York, 
New Haven & Hartford Railroad, were 
recently formed and initial meetings of 
each have been held. 

In Springfield the Board of Survey, 
composed of Clark V. Wood, president 
of the Springfield Street Railway, and 
W. J. Flickinger, vice-president of the 
Connecticut Company, now under the 
management of the New York, New 
Haven & Hartford Railroad, met for 
the first time on Jan. 5 and secured 
considerable data from the city traffic 
expert, J. T. B. Woodruff, who will 
assist the committee in its investiga- 
tion. Primarily, the findings of this 
committee and the traffic expert will 
form the basis of a report on transpor- 
tation in Springfield. Coincidently in 
Worcester, Mayor O’Hara and President 
R. L. Whipple of the Chamber of Com- 
merce have appointed the following 
committee to study the Worcester 
transportation situation: William C. 
Mellish, city solicitor; Prof. Albert S. 
Richey, Worcester Polytechnic Insti- 
tute, and F. H. Willard, vice-president 
and general manager Worcester Con- 
solidated Street Railway. These men 
will confer with Clark V. Wood, presi- 
dent of both the Worcester Consolidated 
Street Railway and the Springfield 
Street Railway, and W. J. Flickinger, 
vice-president of the Connecticut Com- 
pany, who represents the New Haven 
interests. This committee has been au- 
thorized to study the railway situation 
in Worcester. It will start its work im- 
mediately. 

All of this work has a direct bear- 
ing on the possible rehabilitation of 
both of these properties by the New 
Haven Railroad. Certain legislation 
will have to be accomplished before it 
will be legally possible for the New 
Haven to re-establish its interest in 
these properties. The New Haven 
naturally desires the co-operation of the 
two cities in obtaining this legislation 
and has therefore been instrumental 
in the formation of these committees 
to study the situation and determine 
whether the cities wish to go on as now 
or prefer to have the New Haven exer- 
cise control and rehabilitate the prop- 
erties. 


Fare Increase Sought at Albany 


It is said that a modified petition for 
an increased fare, specifying no 
amount, but asking a “fare rate,” will 
be presented to the city officials of 
Albany, Troy, Rensselaer and Cohoes 
by the United Traction Company. In 
its petition, the company will say that 
after operating buses in Albany and 
Troy as feeders for its main lines, it 
has been found the company with the 
present 7-cent fare still will suffer a 
shortage of approximately $300,000 for 
the twelve months ended Dee. 31. 

Ernest Murphy, superintendent of the 
company, is reported to have said that 
the company will first seek relief from 
Common Council of Albany, and if that 
fails, will file a fare petition with the 
Public Service Commission. <A petition 
for a 10-cent fare, filed a year ago, 
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was temporarily withdrawn when the 
city of Albany granted the company a 
franchise to operate buses in Western 
Avenue and to the Arbor Hill section, 
suggesting that further action be de- 
layed pending actual experience from 
revenues derived from the feeder lines. 


Result of Ontario Elections 


Hamilton Abandonment Averted—St. 
Thomas to Have Buses—London 
in Deadlock 


Residents of Hamilton, Ont., were 
able to indulge in the usual holiday 
merriment because the expected aban- 
donment of service by the Hamilton 
Street Railway was averted for about 
five weeks. At practically the last 
moment the company agreed to accept 
the city’s proposal to negotiate for a 
new agreement and to submit the 
agreement to the voters on Feb. 11. 
The possible suspension and eleventh 
hour avoidance of it were brought about 
by the defeat of the two railway by- 
laws on Dec. 7, referred to in the 
ELECTRIC RAILWAY JOURNAL, issue of 
Dec. 12, 1925, page 1048. The people 
opposed the city’s purchasing the sys- 
tem and also opposed the company’s 
receiving a 25-year franchise. - 

To insure continued service the City 
Council on Dec. 9 approved a plan to 
submit a new agreement to the people 
within 60 days. The Council’s action 
does not mean that the city has with- 
drawn the application of Dec. 8 to the 
Ontario Railway Board to operate the 
street railway. This application will 
merely be held in abeyance pending 
negotiations with the company. Should 
the city and the company fail to reach 
an agreement, meriting another vote 
of the people, then the Council will halt 
such negotiations and call upon the 
Railway Board to act. 

The terms under which the company 
and city .agree to carry on for 60 
days are: 


1. That the city enter into an agreement 
with the company and forego its percentage 
and mileage charges during the period in 
question. 

2. That the Board of Control and the 
Civic Street Railway Committee be author- 
ized to negotiate with the company respect- 
ing a new agreement to be submitted to the 
electors prior to Feb. 11, 1926. 

3. That the Board of Police Commis- 
sioners be requested not to issue any addi- 
tional jitney licenses from Dec. 11 until 
Feb. 11. 


The defeat of the by-laws in Hamil- 
ton was a_ surprise. 
days previous to the vote the Hamil- 
ton Street Railway had consented to 
revise the proposed franchise agree- 
ment by giving the city the right, at 
the close of any five-year period, to 
purchase the system upon certain con- 
ditions. This condition had been ac- 
cepted by the Board of Control and 
street railway committee of the Council. 
The company’s original stipulation was 
that one year’s notice of purchase would 
be required and that the purchase price 


‘would be 10 per cent more than the 


valuation of the company’s assets. It 
voluntarily went further than that, sub- 
mitting instead of a straight 10 per cent 
bonus demand a sliding scale which re- 
duces the bonus percentage at stated 
periods in the life of the agreement. 
The company had advised the city 


Only a few - 
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authorities verbally on Sept. 30 and 
formally on Nov. 3, through the press, 
that unless some workable agreement 
was reached, it would have to cease 
operation. E 

The latest development in the London 
situation reveals that the London Street 
Railway has been allowed a 5-cent fare 
for 60 days pending a new agreement, 
However, the City Council on Dee, 30 
refused the company’s application to 
order the independent buses off the 
streets and service has been terminated. 
The London Council has issued an ulti- 
matum to the company to define its 
plans within forty-eight hours. The 
immediate trouble in London dates back 
to Dec. 12, when the Ontario Railway 
and Municipal Board issued an order 
requiring the company to revert to the 
old rate of fares, seven tickets for a 
quarter good between certain hours and 
nine for a quarter good between other 
hours. In London, as in Hamilton, 
abandonment was averted at the busi- 
est time of the year by the announce- 
ment of a special meeting of the City 
Council called in an endeavor to have 
the railway continue until a new fran- 
chise could be discussed. Later re- 
ports stated that the London Street 
Railway at a special meeting of the 
finance committee of the City Councii 
would lay a proposal before that body 
for a complete service of street cars 
and buses with slightly higher fare and 
universal transfers. 

In St. Thomas, another city of Onta- 
rio, the trolleys are to cease operating 
on March 1. At the wind-up meeting 
of the 1925 City Council the by-laws 
carried at the election on Dec. 7 dis- 
continuing the railway and accepting a 
bus transportation proposition were 
read for the third time and formally 
passed. The contract with the bus 
company provides that the new system 
will come into operation within 60 days 
of the signing of the contract. The St. 
Thomas Municipal Street Railway op- 
erated 6.5 miles of line. 


Detroit United Adds Cars 
to Combat Buses 


The Detroit United Railway, Detroit, 
Mich., has added ten interurban cars 
on Detroit-Royal Oak division on a fif- 
teen-minute schedule. The previous 
schedule was 20 to 30 minutes. The 
Detroit Motor Bus Company has peti- 
tioned the Public Utilities Commission 
to operate buses on fifteen to twenty- 
minute schedule between Detroit and 
Pontiac and D. U. R.’s action is seen 
as an attempt to combat bus competi- 
tion. 


Agreement Among St. Louis 
Holders 


Security holders of the United Rail- 
ways, St. Louis, Mo., have reached a 
complete agreement on terms for the 
reorganization of the system. Federal 
Judge Faris of the Eastern District of 
Missouri was so informed on Jan. 5. 
A termination of the receivership of 
the company is anticipated within a 
reasonably short time. The court con- 
tinued until Feb. 15 the hearing of the 
consolidated foreclosure suits brought 
against the property under which the 
receivership will be dissolved. 


' 
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Fare in Spokane to Be Contested 


, Despite reports generally accepted 
that the City Commissioners of Spo- 
kane, Wash., would not contest the new 
street car rates filed with the State 
Department of Public Works of Wash- 
ington by the Spokane United Railways, 
the City Council voted unanimously on 
‘Dec. 30 to protest the fare increase. 
Charles A. Fleming, Mayor, and 
James M. Geraghty, corporation coun- 
sel, were authorized and instructed to 
oppose the increase, at a hearing to be 
held in Spokane about Jan. 15. Pre- 
viously, officials of the Department of 
Public Works announced they had been 
told the United Railways and the Spo- 
kane City Commissioners had agreed 
upon the new fare of 10 cents cash with 
five tickets for 35 cents, which was to 
become effective on Feb. 1. 


Intensive Development Planned 
in San Francisco 


Samuel Kahn, new executive head of 
Market Street Railway, San Francisco, 
Cal., now under H. M. Byllesby & Com- 
pany’s control through United Railway 
Investment Company and its subsidiary, 
California Railway & Power Corpora- 
tion, says it is the Byllesby purpose to 
continue to operate the lines in accord- 
ance with the best public utility prac- 
tice and also to continue their develop- 
ment. He is reported to have said: 

It is our purpose to protect our invest- 
ment here by efficient operation and by 
taking the public into our confidence. We 
are entertaining no plan nor are we con- 
templating any step toward attempted sale 
of the properties to the city. 

Mr. Kahn denies reports that the 
company will campaign for increased 
fares and that it is proposing a bond 
refunding operation. 

Since Byllesby interests have ob- 
tained control of the Market Street 
Railway, a compromise has been ef- 
fected with the Pacific Gas & Electric 
Company over litigation which resulted 
when the tram company sued to enjoin 
the power company from collecting 
$420,000 on increased rates granted by 
the Railroad Commission of California 
in 1921. The petition for dismissal of 
the suit has been heard in the Circuit 
Court of Appeals. 


- 


Referendum in Jacksonville 


; Voters of Jacksonville, Fla., will de- 
cide at a referendum in March whether 
or not the city will acquire the Jack- 
sonville Traction Company by purchase 
and then operate the road. <A decision 
to this effect was rendered by the City 
Council on Dec. 22, 1925, when Council- 
man P. A. Holt introduced a resolution 
providing for a vote on the matter that 
has been agitated for some time. 

The Holt resolution refers to “the 
crowded condition and congestion of 
the street car traffic” and “the confessed 
inability of the company to remedy the 
situation” with the consequent neces- 
' sity for some definite plan of procedure. 
One of two plans will be adopted. 
Either the city will take over and oper- 
ate the property or a franchise will be 
granted to the present company or to 
some other company. The resolution 
further stated that it would be neces- 


sary, if the city decided to take over 
the property, for the Legislature to 
pass an enabling act and that it was 
unfair to delay action until conditions 
became intolerable. 


A Lesson in Safety 


A practical demonstration to teach 
school children how to board and leave 
street cars safely, was carried on by the 
Milwaukee Electric Railway & Light 
Company, Milwaukee, Wis., under the 
direction of A. W. Koehler, safety engi- 
neer of the company, school teachers, 
street car conductors and motormen. 
A vestibuled-trailer and a rear-end 
pay-as-you-enter type of car were both 
sidetracked near the Shorewood graded 
schools which were used by all children 
from the first to the sixth grade to 
acquaint them in all phases of car 
safety under the eye of teachers and 
railway safety engineers. Following 
blackboard lessons in the classroom, the 
pupils visited the two sidetracked street 
ears. Then putting to use the lessons 
they learned, the youngsters one by 
one stepped out from the curb, looked 
each way for approaching automobiles 
and boarded the car. 


Ten Cents Sought in Boise 


The Boise Street Car Company, Boise, 
Idaho, has applied to the Public Util- 
ities Commission for a 10-cent cash 
fare instead of the 7-cent fare now 
charged and a ticket rate of 74 cents 
instead of one of 5 cents now in force. 
Increases are also proposed in the cost 
of tickets issued to school children from 
the present 2%-cent rate to 4 cents or 
25 tickets for $1. This action follows 
close upon the heels of the request of 
the Boise Valley Traction Company for 
increases on the South Boise and the 
Boise city belt lines. The increases are 
identical for both companies. 

Two applications were recently pre- 
sented to the City Council for fran- 
chises to operate buses in the city. 


Appeal on One-Man Car Ruling 
in Dayton 


Notice of an appeal to the United 
States Circuit Court of Appeals at 
Cincinnati was given on Jan. 2 from a 
decision handed down recently by Judge 
Smith Hickenlooper in federal district 
court holding invalid an ordinance 
adopted by the city of Dayton prohibit- 
ing the use of one-man cars. The ap- 
peal notice was given by Guy H. Wells, 
assistant city attorney of Dayton. The 
case is expected to be heard in March. 

The appeal is based upon the claim 
by the city that the City Commission 
had a legal right to pass and enforce 
the ordinance and that the United 
States District Court had no jurisdic- 
tion in the matter. The ordinance bar- 
ring the one-man car from the streets 
of Dayton was adopted some months 
ago following the receipt of petitions 
from Dayton residents. The City Rail- 
way took the matter into federal court 
and also obtained an injunction restrain- 
ing enforcement of the ordinance until 
the courts had passed upon its validity. 
Reference was made to the recent court 
decree in the ELECTRIC RAILWAY JOUR- 
NAL, issue of Dec. 12, 1925, page 1047. 


Frankford Line to Be Developed 


Plans for the operation of the newly 
acquired Frankford, Tacony & Holmes- 
burg Street Railway by the Philadel- 
phia Rapid Transit Company, Phila- 
delphia, Pa., were recently announced. 
The road, which was purchased for 
$300,000, is now operating as Route 66. 
The 74-cent city fare will be extended 
on Frankford Avenue by free transfer 
as far north as Blakiston Street, with 
a 7s-cent additional charge to the 
city line. 

Users of the line will benefit by the 
reduced fare. Free transfers will be 
given between other routes. Tickets of 
the Frankford, Tacony & Holmesburg 
Street Railway will not be accepted as 
fare, but will be redeemed. A bus line 
has also been put in operation. The 
fare on the buses will be 10 cents with 
8-cent exchange to and from all con- 
necting P.R.T. surface and elevated 
lines. The old equipment has been 
superseded with P.R.T. cars and buses. 
The new project will be financed by the 
sale of the Philadelphia Rapid Transit 
Company 7 per cent preferred stock to 
riders in the Northeast section. 

An effort was made on Dec. 29 to 
block the sale of the Frankford, Tacony 
& Holmesburg Street Railway to the 
P.R.T. interests by an application in 
the Common Pleas Court for the ap- 
pointment of a receiver for the North- 
eastern Philadelphia Transit Company, 
which, at a public sale by receivers on 
June 19 last, acquired the franchises 
and property of the Frankford, Tacony 
& Holmesburg Street Railway for 
$350,000. Arrangements were made, 
however, by agreement between the 
P.R.T. and the bondholders’ protective 
committee of the Frankford, Tacony & 
Holmesburg Street Railway to post- 
pone the date of settlement to fifteen 
days after the final termination of this 
litigation, but not later than June 
30, 1926. 


| News Notes 


Line Offered to Responsible Com- 
pany.—Representatives of the Chau- 
tauqua Traction Company, who recently 
applied to the Public Service Commis- 
sion for permission to discontinue serv- 
ice from Asheville to Mayville, N. Y., 
have offered to turn over all their 
facilities in that section to any responsi- 
ble organization which will guarantee to 
maintain regular service. The proposi- 
tion was submitted to representatives 
from the Jamestown Chamber of Com- 
merce. 

Will Meet to Discuss Traffic Prob- 
lems.—A large public meeting for the 
consideration of traffic and parking 
problems of the city is the plan of a 
special committee appointed recently by 
the Salt Lake City Chamber of Com- 
merce. This meeting will be held at 
the headquarters of the Chamber of 
Commerce in that city on Jan. 13. It 
will be attended by city officials, mem- 
bers of civic organizations, business 
men and others who are interested in 
alleviating traffic difficulties in Salt 
Lake City. 
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Wages Unchanged.— Carmen and 
other employees of the South New Or- 
leans and the West New Orleans Light 
& Traction Company, Algiers, La., have 
signed an agreement covering wages 
and working conditions for the next 
two years, effective Jan. 1, 1926. The 
wages remain the same. The working 
conditions have been slightly changed, 
to the satisfaction of both the carmen 
and the street car officials. 

Franchise Endangered. — The West- 
ern Ohio Railway, operating between a 
number of cities in Hancock, Allen, 
Mercer, Shelby and Miami counties in 
Ohio, with a large power nlant in St. 
Mary’s, Ohio, may lose its franchise 
privileges in St. Mary’s under a city 
ordinance. The city administration 
charges that the company for years 
has violated stipulations of its fran- 
chise in that its tracks have not been 
kept in conformity to the street grades. 
Should the cars be barred from St. 
Mary’s streets it would mean discon- 
tinuance of interurban service to New 
Bremen, Minster and Celina. 

Fares Now Two Cents a Mile.—Per- 
mission was granted recently by the 
Public Service Commission to the Kaw 
Valley & Western Railway, an inter- 
urban operating between Kansas City 
and Lawrence, Kan., to make effective 
on Jan. 1 a schedule of passenger rates 
based on a charge of 2 cents a mile for 
one-way passage. The company also 
was authorized to base round-trip fares 
on a 3s-cent one-way mileage basis. 
The schedules will be filed later and 
formally approved. A short time ago 
the company received permission from 
the Public Service Commission to estab- 
lish a maximum rate of 75 cents for 
the longest round trip on its line. Prior 
to that the rate between Lawrence and 
Kansas City had been 75 cents one way. 


Second Edition of P. R. T. Guide.—. 


A second printing of the P. R. T. route 
guide of trolley, subway-elevated and 
bus service in Philadelphia, Pa., has 
been found necessary. Copies are being 
placed on the cars for sale at 10 cents 
each. The proceeds from the sale are 
given to the Helping Hand Fund, use 
to relieve employees in temporary 
financial embarrassment. 


Tariff of Poughkeepsie-Wappingers 
Falls Detailed.—The official tariff of 
changes in fares on the Poughkeepsie 
& Wappingers Falls Railway, Pough- 
keepsie, N. Y., referred to in the ELEc- 
TRIC RAILWAY JOURNAL, issue of Dec. 
12, 1925, page 1049, provides with re- 
spect to the Poughkeepsie-Wappingers 
Falls monthly commutation ticket books 
as follows: Monthly commutation ticket 
books with coupons attached equivalent 
’ to 52 rides in and between the city of 
Poughkeepsie and the village of Wap- 
pingers Falls will be sold for $7.80, 
subject to conditions of sale and use 
of monthly commutation ticket books. 
With respect to the Kingwood. Park 
monthly commutation ticket books it 
provides as follows: Monthly commu- 
tation ticket books, with coupons at- 
tached, equivalent to 52 rides in and 
between the city of Poughkeepsie and 
Kingwood Park, or in and between the 
village of Wappingers Falls and King- 
wood Park, will be sold for $5.20, sub- 
ject to conditions of sale and use of 
monthly ticket books. 
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} evelopments 


Three Months Test at New Fare 


on Washington Buses 


At a public hearing before the Public 
Utilities Commission of the District of 
Columbia on Déc. 30 talk of a merger 
of all street car and local bus lines was 
renewed and free universal transfers 
assumed the proportions of a probabil- 
ity in the near future. The Washing- 
ton Rapid Transit Company, operating 
buses and now controlled by the North 
American Company, volunteered a tem- 
porary experimental reduction in fares 
and asked postponement of considera- 
tion of petitions for new bus lines in 
Sixteenth Street, Northwest. 

William McK. Clayton, who had filed 
the petition for reduction of bus fares 
from 10 cents cash, five tokens for 45 
cents, presented his argument in behalf 
of the Federation of Citizens’ Associa- 
tions. He said the company could well 
afford to reduce fares to six rides for 
40 cents. 

At the conclusion of his remarks the 
spokesman for the bus concern asked 
the commission to permit the company 
to reduce the fares for three months to 
10 cents cash, six tokens for 50 cents, 
and defer further consideration until 
it was ascertained what income these 
rates would yield. 

Mr. Clayton said he would not object 
to the sale of three tokens for 25 cents 
and free transfers at certain points to 
the lines of both the Washington Rail- 
way & Electric Company and the Capi- 
tal Traction Company. The bus com- 
pany refused to yield on these points 
and the commission ruled that its re- 
quest be granted. 

Following the hearing, Lieut.-Col. J. 
Franklin Bell, engineer commissioner, 
said: 

It may be that the bus company can 
afford more of a cut in fares. If so, it will 
be demonstrated during the three months 
of testing the new rate. I am more in- 
terested in free universal transfers between 
all street car and bus lines. During the 
three months we will give consideration to 
that also. I would not be surprised if a 
definite merger plan were worked out in 
the meantime. 

The commission entered an order 
effective on Jan. 1 for a period of 90 


Local Licenses Needed 
in Massachusetts 


HE full bench of the Supreme 

Court of Massachusetts, in 
three decisions handed down to- 
gether, has decided it is illegal to 
transport passengers in buses be- 
tween points within the Common- 
wealth of Massachusetts without 


securing the local license neces- 
sary under the statutes, even 
though the parties operating the 
buses incidentally do an inter- 
state business. A fourth opinion 
was that under the criminal law 
an employee of a bus line may be 
prosecuted for operating a bus 
where the owner did not have the 
statutory licenses. 


days authorizing the company to re- 
duce rates to six tokens for 50 cents, 
the cash fare to remain unchanged. 
Transfer privileges continue as here- 
tofore. 


Method of Accounting for Bus 
Purchase Specified 


In an order made recently authorizing 
the sale and transfer by Benno Baur of 
bus certificates and bus equipment on 
a line between Fort Wayne and Angola 
and another between Angola and Lake 
James to the Indiana Service Corpora- 
tion, operating an interurban electric 
railway, the Indiana Public Service 
Commission places definite restrictions 
regarding the capital account. The or- 
der was written by Samuel R. Artman. 

Mr. Baur’s lines are known as the 
Northern Indiana Bus Company. The 
equipment consists of two twelve- 
passenger automobiles. Mr. Baur’s sale 
price was $5,000 for the two bus cer- 
tificates and $4,000 for the buses. The 
order said the vehicles are reasonably 
worth the sum stipulated and that the 
original cost was $6,400. Mr. Baur 
already has set aside, under the «com- 
mission’s orders, $170.66 in a deprecia- 
tion fund and has paid out of that sum 
$100 in depreciation expenses. 

The order authorizing the sale pro- 
vides specifically that as a part of the 
sale Mr. Baur shall transfer to the 
buying concern the balance in the de- 
preciation fund and that the buying con- 
cern shall maintain and use it as the law 
provides in regard to depreciation. 

Another provision of the order was 
that the $5,000 of the purchase price, 
which represents the sale price of the 
certificates, is approved on the express 
condition that: 


The Indiana Service Corporation shall not 
earry said sum of $5,000 into its capital 
account so as directly or indirectly to con- 
stitute any part of the value upon which 
rates of service are to be charged, or so 
as to constitute any part of the value 
against which stocks, bonds, notes or other 
evidences of indebtedness may be issued by 
said purchaser and upon condition that the 
said+sum shall not be directly or indirectly 
charged as an operating expense. 


Electric railway companies long 
have become used to depreciation ac- 
count and to selling bonds to cover the 
purchase of new equipment. Many of 
the independent bus operators, how- 
ever, are expected to contest the 
decision, especially with regard to the 
depreciation fund. In case these com- 
panies lose in the contest, a revision of 
bus rates upward is certain to be the 
result, since it is generally conceded that 
operators cannot put aside this sum at 
present fares and continue to operate 
successfully. 


Door-to-Door Service by 
Illinois Traction 


The Illinois Traction System, Peoria, 
Tll., included in the Illinois Power & 
Light Corporation, believes that there 
is a field for freight and express traffic 
through the medium of motor trucks. 
The company has been exhibiting in the 
various cities through which it oper- 
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ates a fleet of 1-ton trucks, built espe- 
cially for this service. Starting from 
Springfield on Dec. 26, the fleet made 
the circle of the various cities.on the 
traction line. After the caravan has 
appeared in parade formation at all 
points, there will be a distribution to 
the various cities according to popula- 


‘tion and they will be placed in imme- 


diate service, picking up freight and ex- 
press and delivering it to shippers and 
patrons of all kinds. 


Competitive Indiana Bus Lines 
Seek Higher Fare 


The application of the Indiana Red 
Ball Lines, Inc., for inereased rates 
will be taken up by the Public Service 
Commission on Jan. 25. It is expected 
that Clyde H. Jones will preside. The 
Hoosier Stage Lines, Inc., operating 
bus lines that connect Indianapolis, 
Muncie and Marion, has also appealed 
to the commission for relief in this 
direction and a hearing will likely be 
set for some time in February. The 
company claims that its present rate 
of 2 cents a mile is inadequate to per- 
mit a profit. The company competes 
with the Union Traction Company. The 
Red Ball Lines simply asked the com- 
mission to authorize an increase which 
would meet the expenses of operation, 
taxes, and depreciation and to provide 
a fair return. The company succeeded 
the Hiner Red Ball Lines and operates 
twelve bus lines in Indiana. There has 
been a steady increase in the number 
of passengers handled, but an operat- 
ing deficit will continue to exist, it is 
argued, until the rates are advanced. 
Fred I. Jones is receiver for the com- 
pany. Unless relief is given, it is pre- 
dicted that a number of the bus lines 
will be forced to suspend. 


Bus Company in Beech Grove 
Loses Point 


A controversy affecting the Beech 
Grove Traction Company, the citizens 
of Beech Grove, Ind., and the South 
Side Motor Coach Company, in which 
the citizens took sides with the traction 
company, has resulted in a decision 
which probably will set a precedent for 
city regulation of transportation sys- 
tems. The town board instituted pro- 
ceedings through a city ordinance to 
make the coach company keep off 
streets used by the traction company. 
The bus company filed proceedings in 
the Superior Court in Indianapolis 
to prevent the town board enforcing 
the ordinance, the constitutionality of 
which was questioned. The attorneys 
‘for the bus company argued that 
through the certificate granted by the 
Public Service Commission the com- 
pany automatically received the right 
‘of the streets. Attorneys for the town 
board argued that the Public Service 
Commission’s authority ended with the 
granting of the franchise. 

The court ruled that the Public Serv- 
ice Commission had exhausted its au- 
thority when it granted a certificate to 
the bus company. The franchise, so the 
court held, was granted with the under- 
standing that all authority vested in a 
municipality was not nulled. He said 
the town was within its right in desig- 
nating streets for the bus company. 


Crosstown Bus Service in Boston 
Well Patronized 


The Boston Elevated Railway, Bos- 
ton, Mass., has tried out a plan to 
operate buses between North Station 
and South Station in Boston on a re- 
duced scale of fares, and has found it 
to be a paying service, which will be 
permanent. The single fare is 10 cents, 
but five tickets are sold for 30 cents. 

Additions to rolling stock and fur- 
ther extension of bus routes that will 
serve downtown districts were outlined 
by Edward Dana, general manager of 
the Boston Elevated Railway, in a 
statement given out on Jan. 5. Double- 
deck buses are contemplated for the 
Boylston Street line, and in addition 
to this popular type of equipment 62 
new steel cars will be added for street 
car lines. 


Takes Over Three Lines in Indiana. 
—The Indiana Service Corporation has 
been authorized by the Indiana Public 
Service Commission to take over the 
operation of three bus lines running 
out of Fort Wayne, Ind. The lines pur- 
chased are those operating between 
Fort Wayne and South Bend, between 
Fort Wayne and Marion and between 
Fort Wayne and Warsaw. The pur- 
chase price of two routes was $10,500 
and the other $21,000. 


Will Ship Freight by Truck.—The 
Worcester Consolidated Street Railway, 
Worcester, Mass., in addition to oper- 
ating buses into Clinton will substitute 
a fleet of trucks for the freight cars in 
carrying express and freight parcels 
between Clinton and Worcester. The 
old plan was for the trolley freight to 
deliver and accept shipments at its 
freight terminal in Clinton. Under the 
new plan the trucks will call and de- 
liver at the stores and mills. It is re- 
ported that the company is planning 
to purchase its own fleet of trucks for 
this service and also for similar service 
in other places, where the trucks will 
replace trolley freight cars. 


Independent Company Favored.— 
Residents of East Wheeling and those 
riding buses from North End to East 
End, in Wheeling, W. Va., will secure a 
reduced bus fare following the recent 
action of the City Council in recom- 
mending to the State Road Commission 
the granting of a permit to the Bell- 
aire-Neff Bus Company to operate 
after the first of the year. The bus 
subsidiary of the Wheeling Public Serv- 
ice Company, which has been oper- 
ating for some time, has discontinued. 
The new company will charge a 5-cent 
cash fare, with a 4-cent rate by weekly 
tickets and a 34-cent fare by monthly 
tickets. The attitude of the Wheeling 
Traction Company was that these rates 
are inadequate. 


Buses Started in Place of Cars.—Bus 
service was substituted for street cars 
locally in Gulfport, Miss., and between 
Gulfport and Pass Christian on Jan. 1 
by the Mississippi Power Company, 
which controls the Gulfport & Missis- 
sippi Coast Traction Company. The 
street cars still operate between Gulf- 
port and Biloxi. Buses replace the 
cars with a fifteen-minute service on 
the Gulfport City line and 30-minute 
service on the lines to Long Beach and 


; 


Pass Christian. No change has been 
made in fares. The stop system is 
similar to that previously maintained 
by the railway. Railway employees 
were trained as bus drivers since the 
bus equipment arrived last fall. 

In Command of Bus Operations.— 
Peter J. Calderone has transferred his 
ownership of eight bus lines operating 
between the Pawtucket Valley and 
Providence, R. I., to the United Elec- 
tric Railways, and the latter company 
has now gained full control of motor 
operations in that section, Permission 
has been granted the company to com- 
bine the eight certificates into one. Mr. 
Calderone only recently purchased the 
eight bus lines from eight individual 
owners. The transfer of the bus prop- 
perties to the railway was concluded on 
Dec. 28. 

Opposes Motor Line.—Protests have 
been filed with the Ohio Public Utilities 
Commission. by the Lake Shore Electric 
Railway, Cleveland, and the Northern 
Ohio Traction & Light Company, 
Akron, against the application of the 
Motor Freight, Inc., Detroit, for a cer- 
tificate to operate motor trucks be- 
tween Detroit and Akron, via Toledo 
and Cleveland. Both protests charge 
that the proposed motor line would be 
in direct competition with established 
electric lines. 

Bus Fare Lowered.—The Washington 
Railway & Electric Company, Wash- 
ington, D. C., has been authorized by 
the Public Utilities Commission to re- 
duce the rate of fare on its Rhode 
Island Avenue bus line to six tokens 
for 50 cents, the cash fare to remain . 
the same. The company is also ordered 
to give free transfers which will be 
good on any intersecting car or bus line 
of the Washington Railway & Electric 
Company or any intersecting car line 
of the Capital Traction Company, on 
payment of a 10-cent cash fare or pay- 
ment of one ticket or token and 2 cents. 


Bus Transactions to Be Concluded.— 
Arthur W. Brady, receiver of the Union 
Traction Company of Indiana, has been 
authorized by the Circuit Court at 
Anderson, Ind., to complete a recent 
transaction by which the company and 
the Indiana Service Company  con- 
tracted to buy eight buses of the Inter- 
state Safety Motor Coach Company, 
operating between Indianapolis and 
Peru and Fort Wayne. In the receiv- 
er’s petition for authority, it was said 
that the Union Traction would pay 
$54,395 for five of the buses and the 
Indiana Service Company would pay 
$25,695 for three buses. The Union 
Traction will operate between Peru and 
Indianapolis and the other company be- 
tween Peru and Fort Wayne. 


So-Called Reading Case Continued.— 
After an all-day hearing on Jan. 6 
before the Public Service Commission 
of Pennsylvania the so-called Reading 
case was continued for two weeks in 
order to permit the introduction of 
additional data. In this proceeding the 
electric railways are opposing the pro- 
posal of the Reading Railroad through 
its subsidiary, the Reading Transporta- 
tion Company, to operate buses parallel 
to the existing electric railways and 
bus lines in Schuylkill County, Penn- 
sylvania. This case was referred to 
in the JouRNAL for Dec. 19, page 1092. 
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Financial and Corporate 


_ Kansas City Road Sold 


Property Purchased by Attorney Rep- 
resenting Committee Acting for 
First Mortgage Holders 


All the properties of the Kansas City 
Railways, Kansas City, Mo., were bid in 
at the foreclosure sale of the company’s 
assets on Jan. 4 by P. C. Groner, Chicago 
attorney, acting in behalf of the reor- 
ganization committee. The Missouri 
and the Kansas properties of the com- 
pany were first offered for sale sepa- 
rately by John T. Harding, special 
master commissioner, but Mr. Groner, 
the only bidder, was silent until the 
properties were offered as a whole, 
when he entered a bid of $8,000,000 for 
the property in its entirety. 

Mr. Harding expressed the intention 
of reporting the sale promptly to Judge 
Kimbrough Stone, referee, before whom 
it must come for confirmation in the 
federal court. Upon its confirmation, 
the sale will eliminate all interest in 
the Kansas City Railways of J. Ogden 
Armour, for many years a dominant 
figure in the railway, as well as the 
other remaining stockholders of the old 
organization. 

Approximately $47,000,000 in liens 
against the property are said to have 
interposed between Mr. Armour’s stock 
and his possession of the property. In 
claims presented in behalf of Mr. 
Armour no mention had been made of 
the stock held by him in the old organ- 
ization, but he made several attempts 
to collect approximately $2,000,000 for 
funds which he is said to have per- 
sonally advanced the company shortly 
before the receivership. 

Blatchford Downing, attorney for the 
second mortgage bond holders, was an 
observer of the foreclosure sale. The 
second mortgage bond holders have so 
far been left entirely out of the re- 
organization plan, having first refused 
an offer of five shares of stock for each 
$1,000 in second mortgage bonds held 
in the old company and, later, refused 
an offer of 20 cents on the dollar as a 
cash compromise. Mr. Downing did not 
contest the court’s final order of fore- 
closure, but he indicated last May that 
he would press the contentions of his 
clients when the sale comes before 
Judge Kimbrough Stone for the neces- 
sary confirmation. In the meantime 
Francis M. Wilson and Fred W. Flem- 
ing, the receivers, will remain in charge 
of the property. 

In qualifying himself as a bidder Mr. 
Groner presented Mr. Harding, special 
master, with certificates conveying a 
total of $854,000 in first mortgage liens 
on the railway property as. a bond 
binding the sale. 

In his preliminary explanation of the 
bid Mr. Groner said a nominal bid of 
$8,000,000 was made as representing 
the approximate present market price 
of the first lien securities. He said the 
postponement of the sale at his request 
from Dec. 15 had resulted in deposits 
by the first mortgage bond and note 


holders of an additional $150,000 in 
bonds. 

In presenting the bid Mr. Groner said 
he represented more than 7,000 holders 
of first mortgage notes and bonds, own- 
ing more than 96 per cent of all the 
first liens against the property. He 
also. announced that other holders of 


first liens could deposit their securities 
at any time up to the day of the court’s 
confirmation of the sale. 

The receivers are said to have more 
than $4,500,000 in their treasury, in- 
vested in government bonds. It is said 
that Mr. Harding will report the pres- 
ence of these funds to Judge Stone at 
the time he reports the bid of $8,000,000 
for the court’s confirmation. 

Mr. Groner is attorney for the New- 
man-Woolfolk interests. He is quoted 
as saying that the cash left in the com- 
pany’s treasury will be utilized for im- 
provements. 


Significant Tax Suit 


Discrimination Charged by Akron Company—Uniformity Sought in 
Method of Assessment—Temporary Injunction Served 


OUNTY treasurers of Summit, 

Stark, Portage, Medina, Tuscara- 
was, Cuyahoga, Wayne’and Noble Coun- 
ties—all the counties through which the 
Northern Ohio Traction & Light Com- 
pany operates—have been served with 
a temporary order from the federal 
court of the northern district of Ohio 
restraining them from collecting taxes 
assessed against the company for 1925. 
The company’s taxes are fixed by the 
state commission. The temporary order 
follows the filing of a suit by the com- 
pany against the counties named to 
secure a reduction in taxes. The con- 
tention is that the property of the com- 
pany is not assessed upon the same 
basis as other property in Ohio. ‘The 
suit is the first of its kind brought by 
a public utility in Ohio and probably 
the United States. 

The company declares that, because 
real estate valuations in general are too 
low, it is forced to pay taxes propor- 
tionately too high. Prior to March 1, 
1925, the company filed with the Tax 
Commission its verified annual report 
as prescribed by the commission and 
that the commission placed a tentative 
value of $27,061,180 upon the property. 
The company applied for a hearing be- 
fore the commission, but could get no 
reduction. The apportionment was made 
and taxes aggregating $750,000 were 


assessed. 

The company says: 

For many years there has been in the 
respective counties a systematic general 
undervaluation of real estate for the pur- 
pose of taxation; that in the years 1924 
and 1925 the average tax valuation of real 
estate in said counties would not exceed 45 
per cent of the true valuation of said real 
estate; that there has been no reappraisal 
of real estate in many of said counties for 
many years, during which time the aggre- 
gate value’ of real estate in said counties 
has enormously increased; that the Board 
of Commissioners of said respective coun- 
ties and the State Tax Commission have re- 
fused and neglected to increase and re- 
adjust the assessments of said property 
on the tax duplicates of said counties or to 
cause a proper reappraisement to be made 
thereof, although being fully advised of the 
undervaluation and inequalities as afore- 
said, but have knowingly and systematically 
permitted said condition to continue and 
grow worse from year to year; that as a 
result of the failure of said taxing boards 
to adopt and follow a uniform rule in as- 
sessing the property of the plaintiff and 
other property in said state and said coun- 
ties, and the systematic and general under- 
valuation of other property in said counties, 
the tax rate in said respective counties for 
the year 1925 is much higher than would 
have been required to produce the same rev- 
enue if the real estate therein had been 
assessed at its true valuation in money as 
required by law, and this plaintiff has been 
discriminated against, is denied the equal 


protection of the laws and is about to be 
deprived of its property without due proc- 
ess of law, in violation of the Fourteenth 
Amendment to the Constitution of the 
United States and in violation of the Con- 
stitution and laws of the State of Ohio, 
providing that property should be taxed at 
its true value in money by a uniform rule. 


The company says further: 


The said several defendants, as county 
treasurers, are each severally demanding 
the payment of the whole tax shown by 
each_county ‘tax duplicate, the first half of 
which was due Dec. 20, 1925, and are in- 
tending and threatening to enforce and will 
enforce the collection of the whole amount 
of tax shown by said tax duplicates respec- 
tively, including the amount unlawfully 
assessed as well as the amount lawfully 
due, and to impose penalties upon the plain- 
tiff upon the amount of tax assessed, and 
to sell plaintiff's property at tax sale, or 
else to distrain plaintiff's property therefor, 
to the great and irreparable injury of the 
plaintiff, and the plaintiff will be subjected 
to a multiplicity of vexatious suits and 
prosecutions, and also subjected to an 
illegal lien and _a cloud upon the title to 
its property within the state. 

The company says that it is ready 
and willing to, pay the tax levied 
against it in the amount which would 
have been assessed against it if its 
property had been assessed by a uni- 
form rule along with other taxable 
property, and that, on ascertainment 
by the court of the true amounts of tax 
lawfully due from it in each county, 
it offers to pay any such lawful tax 
as a condition of its relief in the 
premises. ‘ 

A. C. Blinn, vice-president and gen- 
eral manager of the company, says 
that the company has no desire or in- 
clination to evade its just share of the 
tax burden. The law of Ohio provides 
that all property shall be taxed by a 
uniform rule, and it is the contention 
of the company, Mr. Blinn says, that 
the Tax Commission of Ohio does not 
tax its property by the same method 
and on the same basis as other prop- 
erty is taxed. 


$304,704 Refunded by 
Pittsburgh Receivers 


The final report of C. A. Fagan, S. L. 
Tone and W. G. George, former re- 
ceivers for the Pittsburgh Railways, 
Pittsburgh, Pa., subsidiary of the Phila- 
delphia Company, has been filed in the 
federal court, showing a balance of 
$304,704 to be refunded to the com- 
pany. The receivership was lifted on 
Jan. 30, 1924. The court at that time 
ordered that $500,000 be left in the 
control of the receivers to satisfy out- 
standing claims. 


— 
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Merger in Williamsport 


Four traction companies operating 
over the streets in Williamsport, Pa., 
and vicinity will be merged to form the 
Williamsport Railways following the 
passing of an ordinance by the City 
Council providing for such amalgama- 
tion. Traction company problems have 
been before the City Council for the 
past six months and the Mayor some 
time ago named a committee of citizens 
to make a report. This amalgamation 
follows the report. The companies 
merged are the Vallamont Traction 
Company, East End Passenger Railway, 
South Side Passenger Railway and the 
Williamsport Passenger Railway. 

The final details of the merger will 
not be consummated for at least two 
months due to legal acts necessary. 
A straight 10-cent fare will be asked 
effective within 30 days. The new com- 
pany plans to modernize the system. 


Mount Manitou Road Not Sold.—The 
Mount Manitou ‘Park & Incline Rail- 
way, Colorado Springs, Col., has not 
been sold at sheriff’s sale, as reported 
in the ELECTRIC RAILWAY JOURNAL, 
issue of Aug. 8, page 233, nor should 
it have been included in the receiver- 
ship table in the issue of Jan. 2, 
1926, page 48. The road is a success 
financially. ax 

Car Trusts of Gary Railways Offered. 
—An issue of $350,000 of 54 per cent 
equipment trust certificates of the Gary 
Railways, Gary, Ind., is being offered 
by Halsey, Stuart & Company, New 
York.. The notes, which are issued 
under the Philadelphia plan, are priced 
to yield from 5.50 per cent to 6 per 
cent, according to maturities. 

Worcester Board Increased.—W. E. 
McGregor of Harris, Forbes & Com- 
pany, New York, bankers, has been 
elected a director of the Worcester 
Consolidated Street Railway, Worces- 
ter, Mass. His election increased the 
board to nine members. 

Seeks Abandonment Permission.— 
The Depew & Lancaster Railway Cor- 
poration, connecting Cheektowaga, De- 
pew and Lancaster, applied on Dec. 28 
to the Public Service Commission for 
approval of a declaration of abandon- 
ment. The company alleges that the 
road has operated at a loss ever since it 
was placed in operation in 1921 and 
that the deficit incurred in such oper- 


-_ ation now amounts to approximately 


$60,000; that up to Sept. 30, 1925, un- 
paid interest accrued on a first mort- 
gage bond issue of $110,000, amounting 
to $27,625. The stockholders and di- 
rectors. of the company on Dec. 28 
voted to take the necessary steps to 
abandon the 12-mile road. 


$6,000,000 Illinois Power Issue Of- 


_ fered.—The Illinois Power & Light Cor- 


poration, Chicago, Ill, on Dec. 29 
placed with the investing public an 
issue of $6,000,000 of first and refund- 
ing mortgage 54 per cent gold bonds, 


series B, due in 1954. The bonds were 


offered by E. H. Rollins & Sons, Harris, 
Forbes & Company, Halsey, Stuart & 
Company, Inc., Spencer Trask & Com- 
pany, Marshall Field, Glore, Ward & 
Company, and Blyth, Witter & Com- 
pany, at a price of 99 and interest, to 
yield over 5.50 per cent. Proceeds 


of the bond issue are to be used to re- 
imburse the company for extensions and 
betterments and to retire $2,596,800 of 
the underlying bonds. 

Interstate to Issue Securities.—Fol- 
lowing a conference of members of the 
Indiana Public Service Commission and 
officers of the Interstate ‘Public Serv- 
ice Company; Indianapolis, Ind., it was 
learned the company soon will ask the 
commission for authority to sell securi- 
ties of approximately $1,000,000 to 
$1,500,000 to provide the company with 
more working capital. 


Wisconsin Bonds Offered. — Hill, 
Joiner & Company, Halsey, Stuart & 
Company, Inc., and Paine, Webber & 
Company are offering at 98% and inter- 
est to yield about 5.60 per cent $1,200,- 
000 first lien. and refunding mortgage 
5% per cent gold bonds of the Wisconsin 
Power & Light Company, Oshkosh, 
Wis., known as Series D. The bonds 
are dated Dec. 1, 1925, and are due 
Dec. 1, 1955. The proceeds will be used 
for additional property required, for ex- 
penditures made and to be made for ad- 
ditions and for other corporate purposes. 


>< 


Legal Notes 


CALIFORNIA—Use of Highways by Pri- 
vate Carriers under Jurisdiction of 
Legislature. 

A truck company had entered into a 
purported lease with an orange grow- 
ers’ association to supply certain trucks 
to be used in the transportation of 
fruit, but the trucks were to be oper- 
ated by the truck company. This was 
held to bring the trucks so operated 
under the Auto Stage and Transporta- 
tion Act which covered the use of buses, 
auto trucks, etc., “in the business of 
transportation of persons or property 
for compensation,” as well as common 
carriers. The act mentioned forbids 
the use of public highways to any such 
carrier, except under certain conditions, 
one of which is that it must obtain 
from the Railroad Commission a cer- 
tificate of convenience and necessity. 
Another clause empowers the commis- 
sion to fix rates for such service. It 
was held that the Legislature could 
not transform the private carrier to a 
common carrier, but that the act did not 
do this. The privilege of using the public 
highways as a place for the transaction 
of business is not a vested right, but a 
privilege which the state may grant or 
withhold at its pleasure, and if it 
grants this permission, it may do so 
upon such terms and conditions as it 
may see fit to impose. A distinction 
was drawn between the case at court 
and that of Michigan Public Utilities 
Commission v. Duke, in that in the lat- 
ter case, Duke was operating under 
contract existing before and at the time 
of the enactment of the Michigan 
statute, whereas in the case at court, 
the contract was not made until after 
the passage of the California statute. 
The truck company was not obliged to 
submit to the conditions imposed by it, 
but if it used the public highways, it 
should be deemed to have thereby con- 
sented to the conditions prescribed by 
the Legislature. [Frost et al. vs. Rail- 
road Commission of California et al., 
240 Pacific Rep., 26.] 


Kentucky—Degree of Ability to Stop 
Car defined. 

Expert evidence as to the distance 
within which an electric car could have 
been stopped is insufficient to contra- 
dict the established physical fact that 
the car did not stop within such dis- 
tance, in view of the evidence as to 


what was done to stop it. The company 
is not necessarily liable for damages 
if the motorman failed in some degree 
to exercise the utmost care possible by 
immediately comprehending the whole 
situation when a person is in peril and 
loses not a second in the perform- 
ance of every duty imposed upon him 
by the sudden emergency. Such pres- 
ence of mind and efficiency are not 
possessed by ordinary men, nor avail- 
able to the defendant; hence, the plain- 
tiff is not entitled to protection in that 
extreme degree. [Kentucky Traction 
& Terminal Co. vs. Brackett, 276 South- 
west. Rep., 828.] 


Missouri — Neglect in Allowing a 
Ground to Remain on a Transmis- 
sion Pole Makes Company Liable 
for Injury to Lineman. 

Attached to a pole carrying high- 
voltage wires was a guy wire used to 
maintain in position the smokestack of 
a neighboring’ building. The guy wire 
was’ attached to the pole with the con- 
sent of the railway company. A line- 
man, not knowing this guy wire was 
grounded, stood on it while altering the 
transmission wires and received a fatal 
shock. The railway company, the own- 
ers of the stack, and the contractor 
for its erection were held jointly re- 
sponsible. [Smith vs. St. Joseph R. L. 
H. & P. Co., 276 Southwest. Rep., 607.] 


Trxas—Carrier Owes Duty to Passen- 
ger to See that Aisle Is Not Ob- 
structed When Passenger Is Alight- 
ing from Car. 

A woman passenger on a crowded 
one-man car was injured while going 
to the front of a car to alight by stum- 
bling over a suitcase left in the aisle 
by another passenger. The court held 
that the high degree of care which a 
carrier owes to its passengers may in 
law include the duty to see that the 
aisle of its car is not obstructed by a 
large suitcase over which a passenger 
is likely to stumble and fall, especially 
at the time when the car is stopped for 
this passenger to alight. In conse- 
quence, the issue of negligence in this 
case should have been submitted to the 
jury. The court said that the negli- 
gence alleged does not depend on knowl- 
edge of the presence of the obstruction, 
but on failure to use care to prevent 
the obstruction being placed in the 
aisle. [Houston Electric Co. vs. Bagg, 
276 Southwest. Rep., 641.] 
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Messrs. Sawyer and Eales 
Go Abroad 


First Vice-President of American Elec- 
tric Railway Association Chosen to 
Report to Australian Government 


Two American engineers, W. H. Saw- 
yer, East St. Louis, and H. W. Eales, 
St. Louis, both of whom occupy promi- 
nent places in the electrical industry 
of the United States, will sail for 
Australia on Feb. 2 to make a survey 
of electric power resources in the 
Antipodes. Announcement to this effect 


W. H. Sawyer 


was made on Jan. 6 by Sir James Elder, 
Commissioner for Australia in the 
United States of America. 

Officially Messrs. Sawyer and Eales 
have been appointed by the government 
of the State of Victoria, through the 
Prime Minister’s Department of the 
Commonwealth of Australia, to “inves- 
tigate and report on the Yallourn brown 
coal electricity generation scheme and 
connected power undertakings of the 
government electricity commission.” 
Actually, however, these men have 
been summoned to Australia to place 
the benefit of America’s electrical ex- 
perience at the disposal of a country 
which aspires to change from a mere 
producer of raw materials to a com- 
pletely self-contained nation, a nation 
quite capable of supporting itself. 

Mr. Sawyer, an executive engineer, 
is president of the East St. Louis & 
Suburban Railway Company, East St. 
Louis, Ill., and an officer of other prop- 
erties controlled by the North Amer- 
ican Company and is first vice-presi- 
dent of the American Electric Railway 
Association. Mr. Eales, who goes to 
Australia as his assistant, is a regional 
vice-president in the American Institute 
of Electrical Engineers and is active 
in National Electric Light Association 
work. Both Mr. Sawyer and Mr. Eales 
are undertaking the mission to Austra- 
lia on extended leaves of absence from 
their duties in the North American 
system. 

With an area almost as large as the 


United States, with a population of 
nearly 6,000,000, and with natural re- 
sources so abundant and so varied that 
it produces all essentials of an eco- 
nomic independence, Australia finds it- 
self chiefly engaged in producing raw 
materials for other countries to manu- 
facture into finished products. What 
Australia needs is development of its 
electric power resources so that it can 
manufacture the materials which it pro- 
duces. Because the government there 
believes that the United States is far 
ahead of other nations in backing up its 
man-power with motive power, it came 
to America, for the men best qualified 
to tell it how to develop electric plants 
and how to use them. 

The chief problem faced by Austra- 
lia and by the two American electrical 
experts is how to make efficient use for 
electric generation of enormous quan- 
tities of “brown coal,” a low-grade fuel 
of somewhat lesser quality than the 
American lignite. This coal contains 
from 60 to 65 ‘per cent moisture, and if 
means are found whereby it can be 
dried out for use in steam-electric gen- 
eration a great stride will be accom- 
plished toward providing Australia with 
an abundance of cheap electricity. 

The Victorian Electricity Commission 
has already spent more than $30,000,- 
000 in generating plants and distribu- 
tion system, and before embarking upon 
a wider field to stimulate the use of 
electricity it desired the best informa- 
tion obtainable, with recommendations 
for future development. It is generally 
understood that in selecting American 
engineers for this work the government 
not only appreciated the advances made 
by the American electrical industry but 
desired the appointments to be regarded 
as an international compliment to the 
United States. 


W. A. Seten Commercial Manager 
at Wheeling 


W. A. Seten, Pittsburgh, has been 
appointed commercial manager of the 
Wheeling Traction Company, Wheeling, 
W. Va. He will succeed J. E. Alberts, 
former assistant general manager, who 
recently resigned to accept an offer 
from the Public Service Railway, New- 
ark, N. J. This announcement was 
made by A. C. Spurr, general manager 
of the local company. Mr. Seten be- 
gan his duties on Jan. 4. For the last 
few years he has been connected with 
the J. G. White Corporation, New York 
City. He has also been connected with 
the Manila Electric Company in the 
Philippine Islands in charge of the 
transportation department. 

The commercial department, of which 
Mr. Seten will be manager, has been 
created by the Wheeling Traction Com- 
pany in place of the assistant general 
managership. The duties of the office 
require that the head of the depart- 
ment concern himself with the quantity 
and the quality of the service, com- 
plaints from the general public and 
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the advertising end of the railway busi- 
ness. He will also assist the general 
manager. 


G. B. Powell Superintendent at 
Louisville—Other Changes 


Changes in the personnel of its 
transportation department have been 
announced by the Louisville Railway, 
Louisville, Ky., incidental to the re- 
organization of the department follow- 
ing the death of Anthony F. Connelly 
after 50 years of service. 

G. B. Powell has been appointed 
superintendent of transportation of the 
company. Mr. Powell was employed by 
the company from August, 1904, to 
September, 1906, as trainman; from 
September, 1906, to March, 1910, as 
carhouse foreman; from March, 1910, 
to February, 1920, as superintendent of 


G. B. Powell 


employment and schedules; from Feb- 
ruary, 1920, to December, 1925, as as- 
sistant general superintendent, and on 
Dec. 15, 1925, he was appointed to his 
present position of superintendent of 
transportation. 

Albert E. Nelson has been appointed 
assistant superintendent of transporta- 
tion. He was employed from October, 
1910, to February, 1912, as trainman; 
from February, 1912, to January, 1920, 
as carhouse foreman; from January, 
1920, to December, 1925, as transporta- 
tion clerk, and on Dec. 15, 1925, he was 
appointed to his present position as | 
assistant superintendent of transporta- 
tion. 

Ernest B. Ellingsworth has been ap- — 
pointed assistant superintendent of 
transportation. He was employed from 
August, 1898, to February, 1905, as 
trainman; from February, 1905, to De- 
cember, 1925, as carhouse foreman, and 
on Dec. 15, 1925, he was appointed to 
his present position as assistant super- 
intendent. 

B. H. Williams has been appointed 
chief inspector. He was employed from 
August, 1887, to January, 1890, as 
trainman; from January, 1890, to June, — 
1907, as carhouse foreman; from June, 
1907, to December, 1925, as inspector, 
and on Dec. 15, 1925, he was appointed 
to his present position as chief in- 
spector. 


Frank Raschig, who has been execu- 
tive secretary and principal assistant 
engineer of the Cincinnati Rapid 
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Transit Commission, Cincinnati, Ohio, 
has been appointed chief engineer of 
the commission to succeed Frank S. 
Krug, who resigned to practice for him- 
self in the field of engineering. 


Changes on B.-M. T.— 
James Addison Comptroller 


James Addison was elected comp- 
troller of the Brooklyn-Manhattan 
Transit System, Brooklyn, N. Y., to 
succeed the late Howard Abel at the 
meeting of the board of directors on 


» Dee. 21, 1925. 


A. P. Clausonthue will continue as 
assistant comptroller. 

De Forest P. Rudd, who has been 
with the system for some years, was 
made an additional assistant comp- 
troller. 


Mr. Addison came ‘to the United 


James Addison 


States from England in 1902 and for 
two years was associated with the ac- 
counting firm of Patterson, Teele & 
Dennis, New York. He then became 
auditor of the Eaton, Crane & Pike 
Company, Pittsfield, Mass., where he 
remained eight years. Mr. Addison 
next was appointed auditor of the 
Franklin Railway Supply Company and 
its affiliated organizations. This posi- 
tion he occupied until January, 1918, 
when he was elected comptroller of the 
National City Bank, New York. Mr. 
Addison remained with the National 
City Bank for five years. During the 
past few years he has been practising 
public accounting and recently he had 
been engaged on special work for Pat- 
terson, Teele & Dennis, the firm with 
which he was first associated after com- 
ing to the United States. 

The new comptroller was born in 
Leith, Scotland. He was educated at 
Edinburgh, attending Heriot Watt Col- 
lege and taking special courses at Ed- 
inburgh University to prepare himself 
for a business career. His training as 
an accountant was obtained in Edin- 


-burgh and also at New Castle-on-Tyne 


and Huddersfield, England. He is a 
vice-president of the Garden City Bank 


“and a member of the American Institute 


of Accountants, the Garden City Coun- 
try Club and Crescent Lodge, F. 
and A. M. 


Frank S. Krug has resigned as chief 
engineer of the Cincinnati Rapid 
Transit Commission, Cincinnati, Ohio. 


Mr. Krug said that since only a few 
months more work was needed to place 
the line in operation he felt that his 
services were no longer needed. Mr. 
Krug also tendered his resignation as 
city engineer. Before being appointed 
city engineer he was secretary of the 
Frank H. Kirchner Construction Com- 
pany. Prior to that he had been county 
engineer for a number of years. Mr. 
Krug plans to go into the private prac- 
tice of engineering. 


C. O. W. Weidman at Altoona— 
Other Changes 


Claude O. Weidman, Newark, N. J., 
formerly superintendent of the Morris 
County Traction Company, Morristown, 
N. J., has assumed the duties as super- 
intendent of transportation for the 
Altoona & Logan Valley Electric Rail- 
way, Altoona. He succeeds John R. 
Condo, resigned. 

Mr. Weidman has served electric 
railways for more than twenty years. 
He began his work with the Southern 
New York Railway & Power Company 
and then went to Morristown, N. J., 
where he remained for eleven years. 

G. S. W. Brubaker has taken the 
position as engineer of maintenance 
and construction at Altoona, succeeding 
Frank D. Hain, resigned. 

Mr. Brubaker has been engaged in 
rebuilding work for many years with 
the American railways. He rebuilt 
the lines at Chester, Wilmington, Darby 
and other Eastern points. 

John R. Condo, superintendent, who 
resigned, served the Logan Valley since 
1917, succeeding Lee T. Shannon, now 
general manager of the Johnstown 
Traction Company. 

Frank D. Hain, engineer, who re- 
signed, served the company for twelve 
years, having a leave of absence for 
two years to serve as engineer for the 
city of Altoona. 


H. D. Bercaw Akron Property’s 
Southern Division Manager 


Henry D. Bercaw, who has been claim 
agent of the Northern Ohio Traction & 
Light Company at Canton, Ohio, for 
the last five years, has been appointed 
manager of the Canton and Massillon 
systems of the company as well as the 
company’s interurban lines south of 
Akron. He is given full authority to 
handle all company matters, both city 
and interurban, pertaining to the South- 
ern Division. Mr. Bercaw assumed his 
new duties Jan. 1. He has been with 
the company seven years. 

In announcing the appointment, A. C. 
Blinn, vice-president and general man- 
ager of the entire property, said that 
the company had felt for some time 
that the industrial and commercial de- 
velopment of Canton demanded a local 
resident manager. “Canton has wit- 
nessed a splendid and remarkable 
growth during the last few years,” he 
said, “while many other cities were 
marking time. It is partly in recog- 
nition of this, and partly because the 
city’s transportation needs develop- 
ment, that the company has selected 
Mr. Bercaw as manager.” 

Mr. Berecaw has a large following 
among those interested in civic affairs. 


H. L. Andrews Advanced by 
General Electric 


H. L. Andrews has recently been 
appointed assistant engineer of the 
railway engineering department of 
the General Electric Company, in 
administrative charge of the depart- 
ment. For some time he has been 
in charge of car equipment work 
in that department. In this capac- 
ity he has been identified with all the 
large railway equipment propositions 
that have come up in the last few years 
and in that way has built up a wide 
acquaintance in the electric railway 
operating field, to the members of which 
his advancement will be pleasing. This 
position will enable Mr. Andrews to 
use to better advantage his boundless 
energies and executive ability under 
W. B. Potter, who for many years has 


H. L. Andrews 


been chief engineer of the railway de- 
partment. 

Mr. Andrews was born in Boonville, 
Mo., in 1889. He was graduated from 
the University of Missouri in 1910 with 
the degree of B.S. in E.E. He entered 
the testing department of the General 
Electric Company, Schenectady Works, 
in August, 1910. In May, 1912, he was 
transferred to the railway motor de- 
partment and four years later, 1916, 
to the railway engineering department, 
one year later being placed in charge of 
car equipment work. 


Obituary 


Dr. Karl Goldschmidt 


Dr. Karl Goldschmidt, head of Th. 
Goldschmidt A. G. of Essen, Germany, 
died on Jan. 4. Dr. Goldschmidt was 
approaching his 70th year. He had 
long been prominent in the business 
and scientific world, both here and 
abroad, not only as the active head of 
Th. Goldschmidt A. G., but also on 
account of extensive chemical research 
and development work, particularly in 
connection with processes for the de- 
tinning of scrap tin plate, upon which 
subject he was regarded as a recog- 
nized authority. 

In partnership with his younger 
brother, the late Prof. Hans Gold- 
schmidt, inventor of the well-known 
thermit process, who died in the early 


> 
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part of 1923. Dr. Karl Goldschmidt 
carried on the enterprise founded by his 
father and brought it to its present 
dominant position among German in- 
dustries. He was also one of the 
founders and original directors of the 
Goldschmidt Detinning Company, now 
the Metal & Thermit Corporation, New 
York City. 

Endowed with rare vision and energy, 
Dr. Goldschmidt took an active interest 


in the welfare of his employees, being’ 


instrumental in the establishment of 
“old age and invalid pensions from which 
workmen with more than ten years of 
service were entitled to relief. From 
his own means he also set aside a large 
sum for the establishment of a suitable 
home for those of his employees who 
after illness might need a quiet place 
at which to rest and recuperate. Dr. 
Goldschmidt’s eldest son, Dr. Theodore 
Goldschmidt, succeeds his father as 
active head of the German firm. 


John A. Rigg 


John A. Rigg, president of the Inter- 
state Railways, Camden, N. J., died on 
Jan. 2 at his apartment in the Longacre 
Hotel, Philadelphia. He was in his 
seventy-first year. Death was said to 
be due to, apoplexy. 

Mr. Rigg was born at Gibraltar, 
Berks County, Pa., on Feb. 14, 1854. 
At the age of fifteen he quit the farm 
and went to Reading, where he began 
his career as an iron puddler. Three 
years later he took a position with the 
local railway as a conductor. In 1874 
he was promoted to superintendent, and 
continued in the service of the Reading 
City Passenger Railway until 1892, 
when he became the general manager 
of the People’s Passenger Railway, 
Philadelphia. 

In this latter connection Mr. Rigg 
gathered about him able business asso- 
ciates and organized the Reading Trac- 
tion Company, which leased and con- 
solidated the street railways of 
Reading, also the Metropolitan Electric 
Company, which manages the Reading 
Electric Light, Heat & Power Company, 
and the Neversink Electric Light, Heat 
& Power Company, controlling the elec- 
tric lighting business of Reading. 

Mr. Rigg was also instrumental in 
forming the United Power & Transpor- 
tation Company, most of the stock of 
which is controlled by the Interstate 
Railways. He was an officer and 
director of subsidiaries of both of these 
companies, among them the Trenton 
Street Railway, operated under lease 
by the Trenton & Mercer County Trac- 
tion Corporation; the Delaware County 
& Philadelphia Electric Railway, the 
Media, Glen Riddle & Richdale Elec- 
tric Railway, the Wilkesbarre & Wy- 
oming Valley Traction Company, which 
is leased to the Wilkesbarre Railway, 
and the Wilmington & Chester Traction. 


B. H. Ryder of the American Steel 
& Wire Company died on Dec. 26. He 
went with the American Steel & Wire 
Company more than twenty years ago, 
entering the electric wire and cable 
department. With the exception of a 
short connection with the Pittsburgh 
office of the company about seven years 
ago, his activities were carried on al- 
most entirely in the West, with Chicago 
as his headquarters. 
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Manufactures and the Markets 


News of and for Manufacturers—Market and Trade Conditions 
A Department Open to Railways and Manufacturers 
for Discussion of Manufacturing and Sales Matters 


Striking Comment by 
Victor Angerer 


Prominent Manufacturer Sounds Key- 
note in Question of Parts Manu- 
facture by Railways 


Out of the turmoil of discussion 
which centers about the question of 
parts manufacture by operating com- 
panies may come a definite understand- 
ing as to the presence or absence of 
economies involved in this practice. 
For the time, however, opinion con- 
tinues divided, although the weight of 
numbers seems to be _ considerably 
against the practice. Established man- 
ufacturers of electric railway equipment 
might naturally be expected to view the 
matter from the point of its possible 
effect upon them, nevertheless some 
very illuminating comments frequently 
are obtained from this quarter. 

An example of this appears in a 
recent communication received from 
Victor Angerer, vice-president William 
Wharton, Jr. & Company, Inc., Easton, 
Pa. Mr. Angerer feels very keenly on 
the subject and has given considerable 
thought to the various aspects of the 
problem. While the William Wharton 
Company, because of the highly special- 
ized nature of its product, is probably 
less affected than other manufacturers 
by this recently evidenced tendency on 
the part of some operating companies, 
nevertheless Mr. Angerer is much in- 
terested in the principle involved. 

He mentioned the present discussion 
concerning the growth of this practice 
among steam railroads, particularly a 
number of addresses given at the recent 
annual meeting of the Railway Busi- 
ness Association on the subject. He 
then asked if the criticism advanced 
concerning the mutual relations co- 
operation between manufacturers and 
railroads in this field were not also 
applicable to the electric railway field. 
He went on to say: 


Hasn’t the period of retrenchment and 
repairs, instead of renewal of equipment, 
etc., led_a number of operating companies 
to extend the work of their auxiliary shops 


Metal, Coal and Material Prices 


Metals—New York Jan. 5, 1926 
Copper, electrolytic, cents perlb.......... 14.125 
Copper wire base, cents perlb............. 16.00 
Lead, cents per lb... 9825 
Zinc, cents perlb.... 8.90 
Tin, Straits, cents per] 63,25 
Bituminous Coal f.o.b. Mines 
Smokeless mine run, f.o.b. vessel, Hampton 

Roads; sTOes topsites ceo. cts acs oe arvdiec oh $4.625 
Somerset minerun, Boston, net tons....... 2.10 
Pittsburgh mine run, Pittsburgh, net tons 2.05 
Franklin, Ill., sereenings, Chicago, net tons 1.875 
Central, II]., screenings, Chicago, net tons.. 1.425 

ansas screenings, Kansas City, net tons 2.30 
Materials 
Rubber-covered wire, N. Y., No. 14, per 

WOOO £05 oh Siercctar p eerarnte ars sielo/e alaiwinne AN $7.00 
Weatherproof wire base, N. Y.,centsperlb 18.25 
Cement, Chicago net prices, without bags 2.10 
Linseed oil (5-bbl. lots), N. Y., pergal..... 0.225 
White lead in oil (100-1b. keg), N. Y., cents 

Der lb. sem eegawede as vss cule rcees 0.1550 
Turpentine (bbl. lots), N. Y., per gal..... oe Shares 


into what can be done better and more 
economically by and purchased from_ the 
specially equipped manufacturer? From 
what we know, this practice or tendency 
of the railroad and the railway doing some 
manufacturing of their own material re- 
quirements has affected nearly all lines of 
supplies to the railroads and the railway 
lines. Is there any true economy in this 
to the operating companies? 

It is of course well known that the 
larger manufacturers annually expend 
much money in research and in develop- 
ing new materials for railway use. 
Naturally this policy is not followed 
purely from a spirit of philanthropy. 
The manufacturers expect a fair re- 
turn on this investment from sales of 
materials thus developed. Operating 
companies quite obviously cannot afford 
to expend a great deal of capital in this 
direction, and if the manufacturer is 
discouraged from continuing his re- 
search. program because of what he 
considers unwarranted competition on 
the part of his erstwhile customers the 
industry as a whole is bound to suffer. 


MATTER SHOULD BE THRESHED OUT 


Mr. Angerer states his hope that the 
whole subject will be carefully studied 
and threshed out between the man- 
agers of the operating companies and 
the manufacturers of the various lines 
of supplies and equipment. He looks 
for a greater degree of co-operation 
between the parties involved. 

As for the outlook for special track- 
work in the future, Mr. Angerer says: 


We manufacturers appreciate the condi- 
tions which compelled the electric railways 
to disregard ultimate economy and follow 
a policy of restricting the immediate out- 
lay of money by making all possible tem- 
porary repairs instead of the purchasing 
of new materials. The improved condition 
of the electric railways, however, gives 
us hope for the future—we might say the 
immediate future. It is, of course, only 
natural that expenditures for improvements 
are directed first to the cars and_ other 
equipment and that track comes last. While, 
therefore, manufacturers of such other 
equipment have already felt the greater 
activities, special trackwork manufacturers 
still are looking to the future. 


In speaking of competition between 
traction companies and independent bus 
lines, he says: 

The bus does not scare us. Maybe it will 
help by hastening the necessary improve- 
ments in the condition of the track of the 
railway lines and the betterment of the 
high-class cars and to satisfy the public, 
who believe that they see some advantages 
in the comfortable seats and rubber-tired 
wheels of the bus, but who, we are assured, 
would not want to be without the railway 
lines and could not be without them. 

Mr. Angerer realizes that the rail- 
way manager must heed the demand 
for his customers, the public, for bet- 
ter cars, more cars, smoother riding 
and less noise in operation. To satisfy 
these demands and at the same time 
preserve the new rolling stock, higher 
degree of maintenance of the track 
must necessarily follow. Ultimate 
economy in the maintenance should also 
call for renewals of the worn special 
trackwork in preference to frequent . 
temporary repairs. All these factors 
together make the manufacturers opti- 
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mistic regarding the coming business 
in the line of special trackwork, he 


added. 


Officers for American Car & 
Foundry Motors Announced 


} +i ‘The American Car & Foundry Mo- 


tors Company, which was recently or- 


ganized to take over control of the 


Hall-Scott Motor Car Company, Berke- 
ly, Cal., and Fageol Motors Company, 


‘Kent, Ohio, on Jan. 6 announced that 


W. H. Woodin had been named chair- 
man of the board of directors and C. S. 
Sale president. 

Col. E. J. Hall, one of the co-design- 
ers of the Liberty airplane engine, 
was made a vice-president, together 
with Horace Hager, L. Stancliffe, G. R. 
Seanlan and F. R. Fageol. H. C. Wick 
is secretary and S. A. Mallette treas- 
urer. 

The J. G. Brill Company, Philadel- 


‘phia, builder of electric railway cars, 


through its interest in the Hall-Scott 
and Fageol companies, is represented 
on the board of directors by S. M. Cur- 
wen, its president. 


Successor to Kelly-Springfield 
to Build Buses 


Sale of the plant, equipment and 
material on hand of the Kelly-Spring- 
field Truck Company to the American 
Bus & Truck Company, a Delaware 
corporation, has been confirmed by 
Judge Frank M. Krapp of Common 
Pleas Court, by whose orders the re- 
ceiver of the Kelly company, Pearl A. 
Lewis, offered the property for sale. 
The new owners plan to expand the 
activities of the corporation. Edward 
L. White, New York, representing the 
American company, will remain in 


Springfield to assume charge of the 


builder of buses. 


plant. He said the company will add 
a line of buses to be manufactured 


. under foreign patents and that these 
-will all be produced at the Springfield 


plant. The Kelly-Springfield company 
did not manufacture buses, but it fre- 
quently provided chassis on special bus 
orders. 


W. J. Overman With Fageol— 
D. P. Knight Succeeds Him 


W. J. Overman has resigned as engi- 
neer of the railway, department of the 
Boston office General Electric Company 
to accept a position with the Fageol 
Company, 120 Broadway, New York, 
Mr. Overman will 
specialize in the application of the 


electric drive in his new work. He was 


graduated from the Virginia Poly- 
technic Institute and has been with the 
General Electric Company for fifteen 
years, including service on the test and 
at the Schenectady works for eight 
years. 

Donald P. Knight has become asso- 
ciated with the Boston office of the 
General Electric Company as engineer 
for the railway department. He was 
graduated from the Massachusetts In- 
stitute of Technology three years ago 
and has since been engaged on the 
Schenectady test and in railway motor 
work. femah ted 
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More Gas-Electric Cars 


New Haven Railroad Orders Five of 
Type Demonstrated Recently by 
Brill and Westinghouse 


An interesting demonstration of the 
recently developed Brill-Westinghouse 
gasoline-electric rail car was made on 
Jan. 5 over some of the lines of the 
Pennsylvania Railroad near Philadel- 
phia. The particular car used was of 
250 hp., and was one of the three units 
of this type delivered to the Pennsyl- 
vania Railroad this week for use in In- 
diana. 

It is worthy of note that an order for 
five of these cars has just been placed 
with the J. G. Brill Company, Phila- 
delphia, and the Westinghouse Electric 
& Manufacturing Company, by the New 
York, New Haven & Hartford Railroad. 
This brings the total number of units 
sold or contracted for to twenty. Dur- 
ing the demonstration run a distance of 
approximately 60 miles was covered by 
the ear, with its load of railroad and 
manufacturing officials, newspaper men 
and representatives of trade journals: 
Particularly noticeable as operating 
characteristics of this new equipment 
were the smoothness of operation and 
acceleration and the facility with which 
the car could be handled. Noticeable, 
too, was the,attention which had been 
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Three cars each have been ordered by 
the Erie Railroad, the Boston & Maine, 
the New York, Ontario & Western Rail- 
way, and the Pennsylvania Railroad. 
The Reading Company, the American 
Car Company, and the Great Northern 
Railway each have single cars which 
are being used for trial and demonstra- 
tion purposes. 

Seats for 61 passengers and 90 sq.ft. 
of baggage space. are provided with a 
standard arrangement. The car is 60 
ft. in length, and weighs complete with 
M. C. B. standard trucks and equip- 
ment 90,000 lb. The power plant con- 
sists of one six-cylinder, 74-in. bore by 
8-in. stroke gasoline engine which de- 
livers 250 hp. at 1,100 r.p.m. This is 
direct connected in turn with a 160-kw. 
600-volt railway-type generator, which 
provides current for two 140-hp. rail- 
way-type motors. These are mounted 
on the front truck. 


Keystone Company Is Absorbed 
by McGraw-Hill 


Purchase of the Keystone Consoli- 
dated Publishing Company of Pitts- 
burgh, Pa., by McGraw-Hill Company, 
Inc., publisher of the ELEctTRIc RAIL- 
Way JOURNAL, has been announced. 
The latter company thereby acquired 
the two Keystone mining catalogs, the 


Guests of Brill and Westinghouse Companies at Demonstration of Gas-Electric Car 


paid to the item of comfort in equipping 
this car for passenger service. 

Upon the completion of the demon- 
stration run in the morning, members 
of the party were driven to the Ben- 
jamin Franklin Hotel where a very 
tasteful luncheon was served. However, 
even without this additional courtesy 
those present were quite willing to vote 
the occasion a most interesting one. 

Considering the fact that these gas- 
oline-electric cars have only been placed 
on the market by the manufacturers for 
a short time—since last fall, in fact— 
the total of twenty cars sold is quite an 
imposing one and speaks well for the 
impression which the units are creat- 
ing. The New Haven order of five 
cars is the largest thus far made. 


coal catalogs, mining and quarrying 
directories and the list services pub- 
lished and conducted by the Keystone 
company. 

There-is thus brought into one organ- 
ization the outstanding publishing 
interests serving the mining field. 


‘McGraw-Hill company with its mag- 


azines, Coal Age and Engineering & 
Mining Journal-Press, and the Key- 
stone company with its catalogs, di- 
rectories and list. Coal Age and Engi- 
neering & Mining Journal-Press have 
served the mining industries for more 
than two generations, and the purchase 
of the Keystone property will enable 
them to broaden and intensify that 
service. 

Joseph J. Vigneau, the founder of 
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the Keystone Company, and until now 
its president, will continue in charge 
of the Keystone business for the Mc- 
Graw-Hill Company with offices in 
Pittsburgh. Ralph C. Becker, hitherto 
vice-president of the Keystone Com- 
pany, will continue in charge of the 
sales with headquarters in New York. 
Except for the retirement of Edward 
B. Day, New York representative, 
there will be no changes in the staff of 
the Keystone organization, but the 
service of the organization will be 
augmented by all the editorial and ad- 
vertising resources and strength of the 
McGraw-Hill Company. 


Progress in Stimulating 
Modernization 


Progress is being made in the organ- 
ization of the manufacturers’ executive 
committee which will have general 
charge of the campaign to stimulate 
further development in car design and 
to bring about the replacement of 
obsolete equipment. Managing Director 
Storrs, who agreed at the last general 
meeting of car and equipment manu- 
facturers to undertake the formation 
of this committee, has been giving the 
matter careful study. It is his plan to 
include in the personnel of the com- 
mittee executives from leading manu- 
facturers in the industry who will be in 
positions to speak authoritatively and 
to bring about general co-operation in 
executing plans that are formulated. 

This committee will act as a clear- 
ing house to determine how the manu- 


facturers can help the industry to 
modernize its equipment. A_ special 
sub-committee ‘of experts, including 


J. A. Brooks of the J. G. Brill Company, 
Cc. A. Burleson of the General Electric 
Company and W. J. Clardy of the 
Westinghouse Electric & Manufactur- 
ing Company, which was organized on 
Dec. 14 under the chairmanship of G. C. 
Hecker, special engineer of the Amer- 
ican Electric Railway Association, has 
been busy gathering information for its 
work. The services of these men have 
been donated by their respective com- 
panies. Their object will be primarily 


to gather information on the perform- , 


ance of modern electric railway cars 
and to stimulate further development 
and reduction in number of types and 
sizes of cars and equipment. 

Material and information gathered 
by the committee will be given wide 
publicity in the industry. Many com- 
panies are preparing to co-operate in 
stimulating interest in car moderniza- 
tion by advertisements calling atten- 
tion to the advantages of modern 
equipment. 


480 New Cars and 75 Buses 
Needed at Detroit 


The Department of Street Railways 
at Detroit, Mich., is now 150 cars short, 
will need 150 more cars for next year’s 
business, should replace 180 cars now in 
use but considered unfit to run, and will 
need 75 more buses for the present 
routes. The cost of this equipment is 
estimated at $7,000,000. The needs of 
the department were outlined by Col. 
H. U. Wallace, general manager of the 
Department of Street Railways, in a 
talk at the annual dinner of the officials 


given on Dec. 28 by the governmental 
committee of the Detroit Board of 
Commerce. 

In addition the need of new trackage 
was cited. It was stated that about 
$1,500,000 will have to be spent to re- 
place worn-out physical equipment. Al- 
though much work has been done in 
the past three years to improve the 
physical condition of the property pur- 
chased from the Detroit United Rail- 
way it was cited that more work is 
necessary. 


Rolling Stock 


Boston Elevated Railway, Boston, 
Mass., has announced specifications on 
the 60 subway cars referred to in the 
ELECTRIC RAILWAY JOURNAL, issue of 
Dec. 19 and Dec. 26, 1925. The details: 


Date order was placed..... December, 1925 
Date Of | \Gelivery-dianceece «cesses costs March, 1927 
Builder of car body...Osgood-Bradley Car 
Company 
"IM De OL MGA ata midges start Passenger subway 
NCAtINEy CApaelpyimaesens tata tais a id stepakchen Paleneree 72 
Weights: 
Cale DOdY were Approximately 40,000 Ib. 


Trucks Ws Maraerenoe Approximately 22,300 Ib. 


Equipment .....Approximately 20,100 lb. 
PRO ta ie secant Approximately 82,400 Ib. 
Bolster centers, lengths........ 51 ft. 0 in. 
Bene th Tove allay tens) «<li s) ators Ht ft. 24 in. 


Motor truck wheelbase.........- 
‘Trailer truck wheelbase,...... 


Width Ovierrelltntcsendate sic acheter 

BO Gyn) ese euneremepe theta: ails (ab skates ah ppeta All steel 
Interior trimers + ake sees Beets cenenees Steel 
LECOYoD a Me ercrar oF Co ok Onno canal Modified arch 
ATP MDP AKCS ty ta ceenaiete dees seus lees Westinghouse 
UAB S254 69 area one A. E. R. E. A. specification 
Bumpers. vee pe cess Hedley anti-climbers 


GaTreicrimM mine spaece ee els ley ccaleieiw es ere Bronze 
Center bearings yada =) sim oie ee's Truck builder 
SPI es ea oxetel mou geHS) AC) rE) dias eeeeORe CA sider Sta Stucki 


Compressors) i ees - Westinghouse DH-25 
Controlt Sieawtwetepeerenniatcs « Westinghouse ALF 
Couplers..Tomlinson-Ohio Brass Company 


Door-operating mechanism ....... Electric 
Gears and pinions...Westinghouse Plectric 
& Manufacturing Company 

Hand brakes..Vertical wheel, geared type 
Heater) PequipmieSmite yess; «alee nievete emis Hlectric 
Journal bearings 
Journal boxes—Steel, 4% in. x 8 in. trailer, 
5. In, « 9 in. motor 

Lightning arresters, ..)5) Seen. « Westinghouse 
Motors, type and number...Two Westing- 
house 577-P-1, inside hung 


Oilers (for 20 motors)..... Rico wedge-key 
axle caps 

Seats..Longitudinal, made by B. BE. Rwy. 
Seating TAC STACU I ateheltyy care) ie eee Wood slats 
Springs...Wason Manufacturing Company 
Trucks... "”- Wason Manufacturing Company 
Wien CHACOLS Mi irecensuetatete ene |e ties ication slat ateuls Perry 
WHECIS. 5 sietercesns silelershe ls: « Trailer 31-in. steel; 
motor, 34-in. steel 

Seattle, Wash.—The City Council 


has passed Councilman W. T. Camp- 
bell’s bill providing for a $1,800,000 
issue of street railway utility bonds to 
finance purchase of 75 new street cars. 
D. W. Henderson, the superintendent, 
estimates that nearly $300,000 a year 
can be saved by replacing 75 of the old 
type heavy cars with cars of a lighter 
type and for one-man operation. The 
measure as passed bore little resem- 
blance to the original measure. That 
provided for a bond issue of $3,500,000, 
of which $2,000,000 was for paving be- 
tween tracks and for track extensions. 
The Council held that this would be a 
burden too great for the department. 


Northern Ohio Traction & Light 
Company, Akron, Ohio, has ordered 25 
freight trailers from the Kuhlman Car 
Company, built in accordance with the 
specifications agreed to by the C.E.R. 
Master Mechanics’ Association. 

Michigan Railroad, Jackson, Mich., is 
now buying fifteen freight trailers 
equipped with Westinghouse WC-12 air 
brakes and standardized C.E.R.A. dia- 


mond frame arch bar truck, with 33-in. 
steel wheels. The cars being purchased 
are in accordance with the standards as 
approved by the C.E.R. Master Mechan- 
ics’ Association for freight trailers, with 
the exception that "as the Michigan 
companies are hauling as high as 
twenty-car freight trains, it was con- 
sidered advisable to specify the heavier 
type Tomlinson coupler, form 23, in- 
stead of the Tomlinson form 138, which 
has been standard on those properties. 

Western Ohio Railway, Lima, Ohio, 
has placed an order with the Kuhlman 
Car Company of Cleveland, Ohio, for 
ten standardized freight trailers cost- 
ing $3,100 each. The specifications are 
those recently adopted by the C.E.R. 
Master Mechanics’ Association. 


Track and Line 


New York State Railways, Rochester, 
N. Y., renewed more than 5 miles of 
track and pavement in 1925. Tracks 
and new pavement were laid on the fol- 
lowing streets: Monroe Avenue, 11,872 
ft. of track; Blossom Road, 3,541 ft.; 
Mount Hope Avenue, 2,904 ft.; Good- 
man Street, 3,000 ft. Extraordinary 
repairs were made at the following lo- 
cations, where the rail was renewed and 
the pavement replaced: Commercial 
Street, 311 ft.; Franklin Street, 1,420 
ft.; Caledonia Avenue, 306 ft.; Bronson 
Avenue Bridge, 200 ft.; Central Avenue, 
500 ft.; Saratoga Avenue, 700 ft. 
There were no extensions of track made 
during the year of 1925, and two cross- 
overs were removed. During the year 
4,000 ties were renewed with the corre- 
sponding number of bolts, plates and 
spikes and paving materials. Twenty- 
seven switches, nineteen mates and 41 
frogs were renewed, as well as much 
guard rail in the special work layouts. 

Spokane, Wash. — The Spokane & 
Eastern Railway & Power Company 
and the Spokane & Inland Empire Rail- 
way, interurban lines operated jointly 
out of Spokane, will expend about $160,- 
000 in improving roadway and bridges 
during 1926. New bridges will be con- 
structed in Palouse and Colfax, Wash., 
and considerable track reconstruction 
will be undertaken this year. 


Trade Notes 


Howell Van Blarcom has been ap- 
pointed manager of the sales depart- 
ment of the Westinghouse Electric & 
Manufacturing Company at the South 
Philadelphia and Attica Works. R. E. 
Carothers has been appointed assistant 
manager. The large turbine sales sec- 
tion of the South Philadelphia Works 
will be conducted with A. H. Gamshird 
as manager. The small turbine section 
will be in charge of C. G. Ong, while 
P. L. Fetzer will be manager of the 
condenser section. 


C. H. Lang, assistant manager of the 
publicity department of the General 
Electric Company, has become comp- 
troller of budget for the company, a 
new position. Mr. Lang will pass upon 
the annual expense budget of the com- 
pany and will report direct to the vice- 
presidents in charge of the several de- 
partments and to the comptroller. 
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Experienced Transportation companies _ 
use motor coaches built of steel— — 
Durability and Safety are the reasons. 


THE J.G. BRILL COMPANY 


PHILADELPHIA, PA. 


AMERICAN Car Co — G.C.KUHLMAN Car Co. — Wason MAnec Co. 
stTLouls mo. GLEVELAND, OHIO. SPRINGFIELD,MASS. 
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These are some of the 50 new cars of 

the Pacific Electric Railway which 

are run in two-car and three-car trains 

Ee. between Pasadena and Los Angeles: 
a The cars represent the latest design 

C-129 t i . ee . J 
pease of equipment for fast, luxurious serv- 
ontroller \ 
ae ice. Every one is equipped with 
GE-240 Motors and PC Control. 


ERT CSET es _ Thus continues the service record of 
G-E Car Equipment on this prominent 
western road, service which has been 
continuous for the past twenty years” 
or more. Let actual service records be | 
your guide in ‘selecting car equipment. 


GENERAL ELECTRIC COMPANY. 
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